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Dowling’s Earth Plow. 





The engravings herewith represent a plow for unloading 
earth or gravel from platform cars, which has been in use 
for some time on’a number of roads in the Western States. 
Fig. 1 represents a side elevation, and fig. 2a plan and fig. 
8 an end view of such acar, with the plow, CB OC, which 
resembles the snow plows which are used on the cow-catchers 
of locomotives. On top of the cars, and in the centre of the 
plow a longitudinal timber, F G H, is bolted, The timbers 
in adjoining cars are connected to loose pieces, G, which ex- 
tend across the spaces between the ends of the cars, The 
plow has an opening or groove, F' fig. 8, which fits over this 
timber, and the plow is thus held inits place, Whena loaded 
train of such cars reaches the place where the earth or gravel 
is to be unloaded, a rope D B is attached to the plow and to 


The statistics in my book prove one male in five-and- | care or foresight, as far as those in authority are concerned, 
twenty color-blind, while it is a very rare occurrerce with | could by any possibility have prevented. We are told that 
females. , the engine driver had been 25 years in the service of the 
T have no doubt many of the cases of misplaced switches company.” 
are due to color-blindness, The extraordinary testimony The Times of Dec. 26, 1877, says: “* M. W. Fouvill writes 
often given in court, and the contradictory statements made | to us from 50 Rue des Abbesses, Paris, as follows: 
by different people in reference to the proper display or not | “*T read in the Times the description of the terrible catas- 
of the signals, are readily explained by a chromatic defect | — Mar — the gp rere od lat th last Caserta 
‘ evening. much appears certain e als were 
on the part of those who have been witnesses. Accidents notseen by the unfortunate engine-driver. Thine @ 
have been very carefully sifted in all other respects except | bly have been the result of the f state of the atmos- 
this one. This, I think, will not be the case hereafter. I | phere. But one other theory may be proposed in order to 
have been told of several railroad accidents of the past hav- | an oe eapety. te ome 7 Tove been hy ple ber 
ing been caused by color-blindness, but, on carefully search- | hetween red and gems lights, ‘The fact was 1 roved «© few 
ing the court records, have found that, although there was | weeks ago on the wedish railways. It was stated by the 
nothing to prove it was not, in the way of any proper ex- | 4 papers a . t te he Rw ~ gone 
an examination for vering whether they were 
amination of the employés concerned, yet I failed to obtain ‘apt to discern the colors of the signals, .’ less than to per 
satisfactory evidence to prove thatit really was. The result | cent, were proved to be unable to announce properly the 
of one investigation illustrates very strongly the necessity | Color 3 the a and were respons 74 weep pa . When 
: .. |@xecuting a few days some @ ments 0} another 
of a ay scientific examination of the raflroad per | desortption on a French railway, | mentioned the fact to the 
sonnel, | officials of the line, I believe my friends considered the sug- 
Saturday, Dec, 28, 1876, there happened at Arlesley, an | gestion as being valuable. My conversation with them 
accident to the London & Manchester afternoon express | €00 recent at led to any ae but, in the cir- 
train, consisting of fifteen : contaliing many people cumstances, I think it is a duty for me to direct, through the 


channel of the Times, the attenti f rail 
homeward-bound for Christmas, the following Monday, The ‘hoe vision.” a Sere 








the locomotive, the latter being first uncoupled from the 


this peculiarity of human vision.’ ” 
train ran into a goods train which was across the track, the| This letter shows the carelessness of newspapers, as no such 
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Fig. 2. 
DOWLINQ’S EARTH PLOW FOR UNLOADING PLATFORM CARS. 
train. The plow is then pulled the whole length of the train | wagons being off the rails. Precautions had been taken at | percentage of color-blindness was found or reported in 


ana the earth is thus plowed off on each side. 
is to be unloaded at one place the rope is fastened to the 
track, or some other fixed object, and the train is pulled 
under the plow. The windlass A is used for winding up 
the rope after it has been used. To use this apparatus the 
brake-shafts and wheels must be placed on the side instead 
of at the ends of the cars. 

We regret not being able to give the address of the inventor 
and manufacturer of this contrivance. 


Seituttbeiaded 


Accidents on Railroads from Color-Blindness. 





To THE EpitoR OF THE RAILROAD GAZETTE: 

A volume of mine is now in the press of Messrs. Hough- 
ton, Osgood & Co. on ‘*Color-Blindness ; its Dangers and 
its Detection.” I have not introduced in this book an ac- 
count of the avcidents attributed to color-blindness, because 
it has been impossible to obtain accurate reports of the 
cases from the courts or coroners’ juries, Dr, A. Favre, of 
the Paris, Lyons & Mediterranean road, reports two cases, 


One of these was in England, the details of which he could | 


not obtain, and another at Buck, in Westphalia, in 1870, 
caused by a switchman. Twenty people were killed or in- 
jured. A case occurred in Sweden, at Lagerlunda, in Ostro- 
gotha, Nov. 15, 1875, which excited great public attention. 
It was this case which induced Dr. Frithiof Holmgren, Pro- 
fessor of Physiology at the University of Upsala, to take up 
the whole subject of color-blindness in relation to railroad 
employés. His investigations and the amount of color- 
blindness he found among the railroad employés induced the 


Swedish government to at once enact strict laws controlling | 


this defect on land and sea. ‘This action has been followed 
already by nearly all the European governments. In the 
United States, Massachusetts has been the first to take legis- 
lative notice of it by a resolve requiring the Railroad Com- 
missioners to investigate the subject and report necessary 
action at the next meeting of the General Court. 


/ 


If the earth | 


Sweden by Professor Holmgren; 4.80 was the ratio he gave 
as the result of his examinations. 

I must also remark, in passing, that on the Paris & Lyons 
road a strict examination for color-blindness has been car- 
ried out among the employés since 1858, of which these 
| above-mentioned officials seem to have been curiously igno- 
rant, as well as of the danger of color-blindness, according 
| to the writer of this letter to the Times. 


So interesting and uncomfortable a suggestion in reference 
, to the danger of color-blindness as this Paris letter contained 
naturally at once drew out a reply from those whose duty it 
was to have known whether the driver Pepper had perfect 
chromatic vision, and to have had him discharged if he had 
not, The following letter appeared in the Times of Jan. 1, 
1877, under the head of ‘Color-Blindness,” signed by Samuel 
L. Mason, St. Helens, West Coates, Suffolk, Dec, 28, 1876 : 
“The risks incident to the peculiar physical defect known 
as color-blindness, railway managers have long been alive 
to. On our leading lines, without exception, precautions are 
taken against the employment of men subject to that dis- 
qualification. In Mr. Seymour Clark’s time, when I was 
connected with the Great Northern Railway, this matter 
was scrupulously attended to, and, no doubt, is so still under 
the present able management. At the date I speak of (ten 
years ago) no porter, even though destined to work in a 


Fig. 3. 
, 00ds shed, could be certified as eligible for appointment b 
in the middle of the afternoon. ‘fhe foreman of the coro- board until his eyesight should have tes, subjected (A 
ner’s jury asserts this in a letter to the London Times, Jan. | certain prescribed tests, among which was the descrimina- 
10, 1877, p. 8. The testimony seems sufficient. These sig- tee of colers, capeciady those b ene is sameway als, * * 
. ** But as to the Arlesley accident, the ver Pepper was 
nals were disregarded by the engineer, a well-triedgnan of | not color-blind. I knew him from the commmenseuneas of his 
twenty-five years’ service. He and his fireman leaped or fell ' career as an engine-driver. in discharge of duty 1 have 
from the engine just before it struck the goods train, and | often ridden with him on the engine, and in trains under his 


“ulia ' charge many thousands of miles. He possessed, in the first 
both were killed. From the peculiarity of the accident, it degree all the qualifications of his craft. Gifted with nerves 


being by no means thick or foggy weather at that point at| oF 'steel, a steadier, more reliable driver could hardly be. 
the time, although it had snowed just before, and more es-| That he should ave, tailed $e eee the danger signal ex- 
i injured, | hibited, as it seems so far clear that he did, shows how easily 

—, — _ 2 ee os her S aaae rented > cae in | Overste ped is the margin of safety in modern railway trav- 
catastrophe ca hes Si aty hoe: — o weg 'eling. I trust that, as a tribute to the memory of poor 
the public press. An editorial in the Times of Dec. 26) Pepper, you may be able to find a corner in the 7imes for 
says : 


“The lamentable collision at Arlesley appears to | this letter. If he erred he met with a sudden and terrib’e 
have beloriged, at least up to a certain point, to that class of 


retribution.” 
misadventure which proceeds from causes which no ordinary 


the Arlesley station, where this was, to set the danger sig- | 
nals in ample time to warn the express, known to be coming | 
at the rate of 40 miles an hour. There was apperently no 
doubt that the danger signals were up, red lights, as it was 
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| The question having thus assumed a somewhat medi 
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cal aspect, led the professional journals to discuss it, and 
an editorial in the London Lancet, Jan. 6,:1877, p. 24, on 
color blindness, says: 
‘ " Na memes of an old soa heyy tek ongina te iver 
avin wed t P pass un- 
heeded, as in the late catabioncettune of Artenie! has led 
to the suggestion that Pe , the driver of the train in 
wotion, nig ht have meee 4 blind, _ it can hardly ~ 
suppc tl so important a train as down express 
Manchester would have been intrusted to the care of a man 
incapable of itinguaieg ved from green, and Mr, Mason, 
of Edinburgh, has, ina letter to the Times, supplied satis- 
factory evidence to prove that in this instance the accident 
was not attributable to any defect of vision on the part of 
the driver, * * * Apart from this we are glad to learn from 
Mr. Mason that so much care is taken on most of the lines to 
test the vision of the servants of thecompany, The test 
itself is, however, or rather should be, a scientific affair, 
cannot be hastily settled by showing a man a few pieces of 
paper and asking him to name the colors, * * * Ina re- 
vent work of some authority, Bernstein, on the “Five 
Senses of Man,’ we observe that color-blindness is stated to 
occur nearly in the pi rtion of one in twenty of the pee 
lation. If this is on good authority, it must ar 
more frequent in some nations and localities than in others 


for even granting that it is frequently by unnoticed 
at ophthalmic hospitals, or that sub of it rarely ap- 
ply for relief, it certainly does not exist in anythin e 


that proportion in England. Mr, Haynes Walton calls at- 
tention to the fact, otherwise well known, that color-blind- 
ness may be acquired. An impairment of the power of dis- 
tinguishing of color is not uncommon in cases of &m- 
blyopia, from whatever cause this may arise, and, as Mr. 
Walton suggests, it would be well that periodical examina- 
tion of the capacity of officia.s in regard to perception of 
color, on which so much of the safety of the public depends, 
should be made,” 

This criticism called out very naturally replies from the 
examining surgeons of the roads in their own defense, as 
follows: 

Mr. Herbert N. Page, inthe London Lancet of Jan. 13, 
1877, p. 46, ‘*On the Prevalence of Color-Blindness,” says : 


‘* In the discussion on color-blindness, to which the Arlesle 
railway accident has given rise, it has been abundantly evi- 
dent that there is still a widespread impression that this pe- 
culiarity is not at all uncommon. A corres ent in the 
Times of Dec, 28, 1876, calls attention to the fact that in a 
recent examination of rivers in Sweden, ‘no less than 
LO per cent, were proved to be unable to announce properly 
the color of the lamps; and a writer in the same paper 
of Dec. 80, 1876, quotes from the late Prof. 8. Wilson’s 
book, ‘ Researches on Color-Blindness,’ to show how large a 
proportion of the s submitted by him to examination 
was found to be r-blind, * * * . 

“i cppemes to the opinion of Prof, Wilson, I will brin 
formes ile on omg oe me ea is an Fn - 
ngly rare pecu y, and, further, that ge numbers of 
cases are liable to be classed as color-blind unless time and 
care are bestowed on the examination. In addition to my 
own opportunities of observation in the past three years, Mr. 
Oliver Pemberton, of Birmingham; Mr. C, Puzey, of Liver- 
pool, and Mr, Page, of Carlisle, have kindly answered my 
inquiries as to their experience during the many years they 
have examined men applying for employment on the Lon- 
don & Northwestern Railway. r. Pemberton writes: 
* My experience is that it is of excessive rarity, and I have 
examined many hundreds in the course of twenty-five years.’ 
Mr. Puzey says: ‘ I have not found it common; sometimes I 
have met with it, and sometimes when I thought I have had 
a case, I have found that the fact was merely that the 
man did not know the names of colors.’ Mtr. Page, 
whose experience dates from the opening of the Lancas- 
ter & Carlisle Railway, writes: ‘ Although I have. no 
written record, I can very certainly say I have met 
with only three cases of well-marked color-blindness out 
of the many hundreds whom I have examined. ° I have 
often found men very hesitating, and in more than one 
instance I have sup} a case of color-blindness be- 
fore me, when in reality it was nothing more than the ignio- 
rance of the names of colors,’ Out of some 800 exaniined by 
myself, in my capacity of surgeon tothe London & North- 
western Railway, I have not found one single instance of 
true color-blindnesr, is experience is fully confirmed ‘by 
Dr. Jasper Macaldin, who, in the Times of Dec. 80; 1876, 
says that he has met with only one case of color-blindness in 
a period of five years among all the men seekitjg employ- 
ment at the St. cras Station of the Midland lway.” 


Ihave introduced these letters and this discussion here, 
because they illustrate some very important points relative 
to the general question of color-blindness, the railroads, the 
profession and the community. An incomprehensible acci- 
dent readily explainable by color-blindness occurs in Eng- 
land, where Prof, Wilson published his book more than 
twenty years ago, and in consequence of which book arose 
the present control of the chromatic sense on the roads; yet 
the suggestion of a cause came from the other side of the 
channel, It is true the officials of one road then seemed ig- 
norant of the laws of another on this subject. The com- 
munity are awakened to a sense ef danger from this defect, 
which danger Wilson has urgently preached. The exam- 
ining surgeons, in defending themselves, prove how little they 
were acquainted with absolute tests for color-blindness, and 
how readily color-blind employés might escape detection. 
Professional journals, in very properly criticising these in- 
adequate tests, fell into equal error in recommending others 
no better. By all this the community is quieted, and the 
hidden danger lurks as before, realy to await opportunity. 
Mr. Mason’s and his confréres’ tests were not thorough— 
were not even what Wilson proposed. He gives no evidence 
to show that the driver Pepper was not color-blind. The 
poor fellow was killed, but could not even then his brother, 
who ‘ viewed the body,” and other living relatives, have been 
tested to see if the defect was not in the family? This is a 
grave omission, The question of color-blindness cannot be 
brushed aside in this or any similar accident, and it will 
hereafter be thought of and properly determined as it 
should be. , 

We here in the United States ought to learn how to profit 
by all this, as it shows us so plainly, not only the danger 
from ignorance of color-blindness, but also from not em- 
ploying proper methods in its detection, The value of a sure 
and perfect method, and the importance of this special 
one being carried out on all the roads is abundantly shown. 
The community in England would have felt more quieted if 


“ 


Mr. Mason could have pointed to a record of Pepper having 
been examined by some thorough method of comparison, 
such as Mr. Wilson himself suggested, namely, that with 
colored worsteds. Not only, therefore, are we taught by 
these cases that color-blindness should be sought for, but 
that it should be sought for in the proper way by competent 
persons. 

The question of color-blindness was not raised in the re- 
cent trial of Hartwell, late freight. conductor on the Old 
Colony Railroad, tried and found guilty of manslaughter on 
the ground of responsibility for the fatal railroad accident at 
Wollaston, Mass., October, 1878. Yet Hartwell certainly 
ought to have the benefit of mitigation of sentence if excep- 
tions are overruled, provided the Engineer Westgate turns 
out to be color-blind. There may have been legal difficulties 
in the way of enforcing a test of Westgate’s color-sense; 
but the public may fairly ask for this asa matter of jus- 
tice to Hartwell. Samuel Hoar, Esq., in his defense, said 
‘‘the switches were in fact guarded by the red lights in 
their standard, and that it was a matter of grave doubt 
whether, since these lights could be seen at a sufficient dis- 
tance to allow of the stopping of a train, Engineer Westgate 
was keeping a sharp lookout, whether his eyesight was good, 
or whether the glare of the headlight obscured the switch 
signals.” 

The newspapers after the accident reported that trials had 
been made, and it was found that a head-light on a side-track 
would obscure the switch signals. A person who is color- 
blind, we now know, as I have fully shown in my book, dis- 
tinguishes the signals red and green solely by the difference 
in the intensity of the light as they appear tohim. Any de- 
gree of color-blindness would therefore greatly interfere 
when the switch lights were dimmed by a head-light on a 
side-track. Ihave very frequently been asked in reference 
to the possibility of color-blindness explaining this accident, 
whether, if it existed with Westgate, it would explain what 
no one can understand, namely, why the danger switch lights 
were not sufficient to cause him to stop his train. I have re- 
fused opinion till after the trial was over, I think it would 
explain Westgate’s seeming carelessness, and, therefore, 
greatly mitigate Hartwell’s fault, as he intended no evil, 
The question of good eyesight was also not brought up or 
proved for or against Westgate. Thus are seen the difficulties 
of deciding whether accidents of the past are due to color- 
blindness or not. Laws of control, which must come in the 
immediate future in this country, will not let such be the 
case, The road concerned will have to show their employé’s 
certificate from a recognized expert on demand. 

° B, Joy Jurrnies, M. D., 
No, 15 Chestnut street, Beacon Hill, Boston. 


The Extension of Rapid Transit. 
To THE EDITOR OF THE RAILROAD GAZETTE: 


After many years of fruitless effort, the solution of the 
problem of steam transit in cities in the State of New York 
was reached in 1875 by the enactment of what is techuically 
known as Chapter 606 of the Laws of 1875, and is popu- 
larly designated the Husted Rapid Transit bill. By this 
act, the mayor of a city, on the petition of 50 freeholders, 
appoints five commissioners who determine the route and 
grade of a railroad to be operated by steam power, within 
that city. 

So far, but three cases have arisen under the law. The 
first, the one which gave to New York city its elevated 
roads. The second, the Brooklyn case, yet unsettled. The 
third, the application of the residents of the Twenty-third 
and Twenty-fourth wards of New York, which lie north of 
the Harlem River, for steam communication with Manhat- 
tan Island, on which Mayor Cooper appointed the Com- 
missioners on the 2d of April. 

This case differs entirely from those which have preceded, 
and presents several novel features,and a number of ques- 
tions, the solution of which will call for the most careful 
consideration, not only of the distinguished gentlemen com- 
posing the Commission, all of whom are business men of 
large experience in their several lines, but also of the counsel 
“ learned in the law” whom they must consult, and of the 
engineers they must employ. 

The New York and Brooklyn cases were comparatively 
simple. There was given, first, a territory symmetrically 
laid out in streets graded, paved and ,built upon, the prop 
erty minutely subdivided, the surface conformation to all 
intents and purposes irrevocably fixed. Although it is no- 
where so stated in. terms, in the Jaw, it is the evident 
intention that no steam road shall be authorized to follow 
at any point the surface of a street used for other purposes. 

Secondly, the Commission found, in New York at least, 
several corporations fully organized to undertake the con- 
struction of roads either entirely below or entirely above the 
surface of existing streets. 

It became simply then a question of which corporation 
possessed the means to carry out their design. The iron- 
bridge corporations requiring less time, less expense, and 
less obstruction to current travel, their scheme was adopted 
by the Commission, in preference to that of the sunken- 
road corporations, which required more money and had 
less. 

The new Commission has to deal with a large territory, 
laid out onasystem entirely different from the rigid rec- 
tangular design, the streets of which are as yet but little 
graded, and in which the subdivisions of property are as yet 
comparatively large, 

In this region, moreover, the possibility of future steam 
locomotion has been considered to an extent unknown in the 
designing of any other city. 





Exactly ten years ago, the Commissioners of the Central 


| 





Park were directed by law to cause topographical surveys 
to be made preparatory to laying out streets and roads 
through this territory. The requirements of the district 
were fully discussed in a report made Dec. 31, 1869, 
by the Comptroller of the Park, Mr. A. H. Green, from 
which it is interesting to quote some passages, as indicating 
the spirit in which this important work was approached at 
that time: 

“The relation of railroads to this thickly populated region 
is an interesting one, and it is feared has not heretofore 
received the attention it merits. It is natural thet engineers 
and companies in locating railroads, should select the routes 
affording the easiest gradients and the cheapest com- 
munication. In an agricultural district this course may 
wisest, as road crossings are infrequent, but in a populous 
district, or one destined to become so, the sooner measures 
are taken to render all crossings of railroads by highways 
safer, the less expense, trouble and loss of life will be likely 
to result.” * * * * ‘It seems very desirable that the 
authority should be made clear and distinct to prescribe tle 
manner of location and construction, so far as is necessary 
to insure safety to travel, of all railroads operated by steam 
power passing through ponlovs districts, as well as those 
on the confines of cities and large villages, which are 
destined eventually to become densely peopled.’ 


“ The utility and necessity of steam railroads operated at 
high speed, and extending to business centres of cities, is 
evident. Heretofore the roads have been located and con- 
structed with a disproportionate reference to the interests 
of the companies building and operating them, and often to 
the great detriment of public and private interests.” * * * 
“Such provision, at this time, as will exempt travel from 
the danger attending the crossing of highways by railroads 
on the same level should be contemplated in laying out and 
fixing the grade of the avenues and roads approaching New 
York from the north, and in locating and determining the 
elevation of the railroads that are to intersect them.” 

The_ soundness of these views cannot be questioned, but 
unfortunately the courts held that the power to enforce 
them as against railroad corporations was not granted by 
the law as it stood. 


In 1871 a comprehensive law was enacted, among the 
provisions of which was one directing all railroads built or 
to be built, to so alter their grades at any street crossings 
which might be established by the Park Department, as to 
pass under or over such streets. This section was repealed 
the next year, at the instance of the railroad companies, but 
another important provision in the law, and one which in- 
timately affects the present ‘‘ rapid transit” proceeding, is 
still operative. It gives to the Department of Public Parks 
exclusive power to devise and prepare the plans, location, 
and grades of all railroads and similar modes of communica- 
tion and transportation to be operated by steam or other 
power, that may hereafter be authorized by: law to be con- 
structed within, through, or in connection with said area. 


No aetion appears to have been taken or even contem- 
plated by the successive boards of commissioners and their 
engineers toward making provisions for steam roads under 
this law and in accordance with the suggestions of the report 
of 1869, until the spring of 1875. In none of the reports of 
either the Commissioners or their engineers from 1871 to 
1875, on the proposed modes of laying out the streets, etc., 
is the slightest allusion made to any idea of provision for 
other than ordinary travel. Ina report presented by Com- 
missioner Martin in March, 1875, the proposition was laid 
down that in preparing street plans, ‘lines and modes of 
rapid transit, in addition to the existing railroads, to and 
through the region, must be provided for.” * * * * * 
‘* Provision must be made fora depressed or viaduct road, 
or some mode of construction practicable in a rural district, 
by which crossings can be made ata different level for or- 
dinary travel, and such travel protected from any incon- 
venience from the passing of locomotives.” 


This report was printed ‘‘ with the understanding that the 
Board does not in any way commit itself to the policy 
therein laid down, or to the conclusions at which the author 
has arrived.” 

In December, 1876, Mr. Martin, then President of the 
Board, presented another report in which he again ¢alled 
the attention of the Board to this subject as follows: 


‘‘The discussions of the last twelve years on rapid transit 
have developed this one fundamental point: that the high cost 
of construction on practicable plans is the great impediment, 
and that if three or four longitudinal railroad avenues had 
been included in the original plan of the city, the present 
impediments to rapid transit would never have existed.” 

“In this respect, the plans which have heretofore been 
laid before this Department, have been wholly deyoid of any 
consideration of this necessary condition, and of any attempt 
to meet it. They have been adapted to the ideas of t 
Eighteenth Century, and worked out as if locomotion by 
steam had never been discovered and as if sidewalks and 
trottoirs were the final result of improvement in that direc- 
tion.” * * * * “Of all the streets and avenues, the 
supreme importance belongs to the railroad routes thet 
thread through the district and connect it across the Harlem 
River with the lines of rapid transit to the City Hall.” 

‘These railread routes should be laid out on the principle 
of permitting the construction of a surface road, or one 
through an open cut of slight depression, at sucha grade 
that Gternsting streets and avenues may cross it at an 
under or over grade.” * * “These railroad routes can 
now be laid out to the greatest advantage. Every proper 
co on of economical railroad construction can be con- 
sidered and provided for.” 


It would appear that the Board had at length been recon- 
verted to the principles laid down in 1869, for the records 
show that early in 1877 their then professional advisers, the 
engineer and the landscape architect, to whom had been 
entrusted the preparation of plans for the laying out of the 
Twenty-third and Twenty-fourth Wards, presented a report 
and plan for “steam transit routes,” and that after consid- 
erable discussion the plans were adopted. 

In the report, which was published as a document of the 
Board, is found the first formulation and reduction toa clear 
system of the ideas which had been before set forth by in- 
dividual commissioners in a general way. 
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The most important part of this report is brief enough to 
be here quoted : 

“‘The experience of the last twenty-five years has demon- 
strated that the chief obstacle to the accomplishment of 
speedy communication between distant points in New York 
city is the difficulty of obtaining the right of way for steam 
roads, ; 

PA nay are three methods possible for acquiring the Jand 
needed : 

‘1st. It may be purchased by the corporation which is:to 
furnish the means of transportation. 

“2d. The right of way over a highway already devoted 
public uses may be granted to such a corporation. 

‘83d. A new route, to be used exclusively for the purpose, 
may be provided at the public expense. 

‘“ Where the transporting corporation purchases the land, 
the whole burden falls on the travelers, who are forced to 
pay in fares the interest on the purchase money as well as 
on the cost of construction. Capitalists object to this 
method, from a conviction that it will 4 the imposition 
of so high a rate of fare as to repel rather than invite travel; 
or, if low fares are established by legislation, that the result 
will be a loss to the management. 

‘‘ Where a street is taken which has been already acquired 
by the public for ordinary traffic and for access to the prop- 
erty fronting wpon it, the burden falls partly on the travelers 
who pay the interest on the cost of construction, receiving 
an equivalent, however, for their money, and partly on the 
owners of such property as is injured, who receive n 
equivalent, . 

‘This method is objected to by owners of property, on the 
ground that it imposes the cost of right of way on them, not 
indeed directly as an actual pecuniary disbursement, but in- 
directly, through the depreciation of the value of their prop- 
erty and the diminution of their business resulting from the 
the presence in the street of an obstruction to ordinary 


traffic. 
‘“Where a new route is furnished by the apr part of 
e other cases, 


the burden is borne by the travelers as in ti 
and the rest by the property which is benefited by the 


facilities for travel, which includes alike the business centres 
and the remote residence districts. 

“By this method the injury to property is reduced 
to a minimum, and the burden is distributed equitably among 
the persons who are benefited. 

“In accordance with the considerations thus presented, 
the plan submitted contemplates the laying out of a system 
of roads on such routes and with such grades that their use 
can be restricted to steam travel ; that they will afford 
moderately direct communication between the desired points, 
will be easily accessible from all points which they do not 
directly touch, will nowhere cross ordinary highways at the 
same level, and will not, as a rule, interfere with satisfactory 
divisions of property.” 

Accompanying this report was a map showing the lines 
proposed. As revised, these lines connect with the elevated 
railroads on New York Island, by crossings of the Harlem 
River at Lexington avenue, at One Hundred and Forty-fifth 
street and at Eighth avenue, and so traverse the whole of 
the annexed district as to afford easy communication with 
the business part of the city by either one of the new routes 
or the existing railroads for all the inhabitants. 

The question whether the river should be crossed by bridges 
or tunnelsis an important one, and is yet to be decided. 
The proposed plans evidently contemplate bridges of not less 
than thirty or forty feet above tide, but there is nothing in 
the routes to prevent the substitution of tunnels. 

The objection to bridge crossings is the obstruction they 
offer to travel in consequence of the frequent passage of 
boats, rather than the obstruction to navigation, although 
that is by no means to be overlooked, 

The nwuber of steamboats passing daily on the Harlem 
River is even now sufficient to cause considerable delay at 
the draw-bridges over the stream, and with the improve- 
ment of the navigation will be enormously increased. 

In the month of May, 1878, the draw of the Third Avenue 
bridge was opened 845 times for the passage of boats, in 
thirty days, being closed entirely on one Sunday for repairs. 
On one day it was opened 33 times before one o’clock, p. m. 
In the first 28 days of June, 1878, it was opened 745 times. 
On one day in May and one in June 41 openings occurred. 
Each passage of a boat obstructs travel across the bridge for 
from three and a half to six minutes, averaging nearly five 
minutes. 

A bridge at First or Second avenue would have to be opened 
at least twice as often. The elevation of a bridge to thirty 
or forty feet above high water would permit the passage of 
most tugs without opening the draw, but not of sail vessels 
and most barges. 

The objection to tunnel crossings is partly their cost, but 
mainly the obstruction to cross travel on the streets inter- 
setting the approaches. To descend with a grade of 80 ft. 
to the mile from the level of one of the elevated roads on the 
island to the proper depth for a tunnel requires a distance of 
about 15 blocks, for eight of which the railroad would be 
too low to pass under and too high to pass over with the 
street grade, so that to go from one side of the avenue in 
which the railroad is situated to the other, a team must go 
several blocks around. The same thing is now done on the 
Fourth avenue road below Fiftieth street and above One 
hundred and tenth street. 

These are questions of merely secondary importance, how- 
ever, compared with those relating to the location of the 
roads after crossing the river. Assuming what seems to 
have been conceded by the public, and that with some jus- 
tice, as appears from what has been said above, thet the 
public must furnish the right of way for the railroads, it re- 
mains to be considered whether it is better tooccupy a street 
which has been acquired for other purposes, and put up a 
bridge in it, or to acquire a new street expressly for the pur- 
pose, and put in it a structure which will be less expensive, 
less noisy, less dangerous and on which far higher speed can 
be attained and heavier loads be carried than on the long 
bridge plan. Such a street need not and should not be more 
than fifty feet wide. 

The solution of the problem may be simplified by considera- 
tion of the fact that there is not now a single continuous street 
no rth of the Harlem River which is legally opened to its full 


width, and that therefore the same preliminary legal pro- 
ceedings will be essential to the carrying out of all plans. 


The same legal delay will occur whatever plan may be 
adopted. 


It is possible that improvements may be made inthe minor | 


details of the routes adopted by the Park Department, but 


‘the principles governing their selection cannot be gainsaid; 
viz. : 


The public must be protected against unnecessary overrid- 
ing by corporations. 

Corporations must be aided in every proper effort to give 
facilities to the public. 

Such locations and constructions must be insisted upon that 
their cost will be low enough to enable fair profits to be made 
on low fares. 

It will thus be seen that the new Rapid Transit Commis- 
sioners have an opportunity for developing such a system of 
local improvements in the northern part of New York as the 


world has never seen in any city, and that with the codpera- a me 


tion of the Park Department such provisions for cheap roads 
out of the way of common traffic may be made that the 
rates of travel may be fixed lower than have ever been paid 
in New York. J. J. R. CRoxs. 


The Condition of the “Brown” during its Com: 


petition with the Springfield Engine. 
To THE EpITOR OF THE RAILROAD GAZETTE: 

Mr. Francis claims to know whereof he speaks concerning 
the 5-16 in. inside lap value of the Mogul “ Brown” that 
competed in the 87 days’ trial with the Springfield engines, 
in that the valve was ‘“‘ conceived and brought forth by the 
powers that be of the Boston & Albany.” It is true the 
valves were altered at the Boston shops of the Boston & Al- 
bany road, and that the general management extends from 
Boston to Albany, 200 miles. But the mechanical manage- 
ment of the Boston end is just as independent of the two 
western divisions as before the consolidation. In the first 
five trial trips on the Albany Division the Mogul’s valves 
were the same that came in her from the builder’s, having 
up to that time never been altered. The Boston manage- 
ment, not being satisfied with the condition of the engine, 
notwithstanding she had been put in complete repair at the 
Albany end expressly for the trial, took her to Boston, and 
after three weeks’ work over her sent her out for further trial. 
If, as Mr, Francis says, somebody has committed an abor- 
tion, it must have been by the friends of the engine, by par- 
ties that never considered her a ‘' waif,” and fitted her ex- 
pressly for competitive trial. SPRINGFIELD, 





Uniform Accounts and Returns. 





Below will be found the communications from railroad ac- | 


countants and other rail®oad officers which were submitted 
at the meeting of the Railroad Commissioners’ Committee 
on uniform accounts and returns which was held in New 
York on the 24th of April last, and also the preliminary 
schemes submitted as a basis of comment, ete. 

This scheme was submitted with the following letter from 
the Secretary of the Committee; 


Boston, Jan. 20, 1879. 
Sm: Under the instructions of the committee appointed to 
secure a uniform system of returns at the recent convention of 


State Railroad Commissioners, held at Columbus, Ohio, on the | 
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FROM T, M, BR. TALCOTT. 
Mr. T. M. R. Talcott, Superintendent of the Richmond & 


5 : | Danville Railroad, who is the author of a very excellent but 
Reais some oo Se Sek eke “not very widely known pamphlet on the cost of transporta- 
and all mileage of switching trains shall be included in| “on, wrote as follows : 
answer to the question: ‘* Mileage of other trains.” 
Vv J. H, Goodspeed, Secretary, ete.: 

. 7 , | Dear Sir: Finding it impracticable for me to attend the 
Season-ticket passengers one bv re on the basis of | meeting in New York on the 24th inst., and feeling desirous 
(12) twelve passengers per week for time of each ticket. | of contributing to the discussion of the subject of * Uniform 
REPORT. Accounts” such limited knowledge as I possess, 1 submit in 
INCOME FOR THE YEAR. writing the result of my personal investigation of the gen- 
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eral principles involved, 
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system that requires an exhibit more in detail than is neces- 
sary to furnish proper data for a comparison of expenses 
should be rejected as too elaborate. 

In order to make either a fair or useful comparison, we 
must not only have similar expenses to compere, but they 
must be reduced toa common unit. We cannot compare 
similar expenditures of different amounts without having a 
common unit of measure any more than we could compare 
different distances without a unit of length. ‘ 

The aggregate expensesof maintaining and operating rail- 
‘roads would be all that is needed, if there were any single 
‘“unit” by which they could be measured. That there is no 
such “absolute unit” is plain, from the fact that a large 
proportion of the expenses are entirely independent of the 
actual transportation done. Having no “ absolute unit,” the 
expenses must necessarily be divi and subdivided into 
classes, until we can find a p r unit for each class. Un- 
less each class of expenses can be measured by a single unit, 
the subdivision will not promote comparison, and is compar- 
atively useless. 

In order to find proper units by which to measure the ex- 
penses, we must analyze the work done and ascertain what 
classes of service it includes, For instance, we have 

First, So many miles of road (either single or double 
track) maintained, 

Second, So many miles run by 

Third, So many miles run 
freight trains. 

Fourth. So many mile-tons of engines, cars and loads 
moved on passenger and freight trains. 

Fifth. 8o many passengers and tons of freight coming on 
and going off of trains at stations. 

Making five separate and distinct classes of service more 
or less independent of each other, and which affect the ex- 
yenses in different ratios, Four out of the five being capa- 
»le of separation between the passenger and freight service 
with at least approximate accuracy. 

That the ‘ paseeuger-mile” and the * ton-mile” of freight 
cannot be made available as “ units” by which to measure 
expenses is sufficiently evident, when we note the great dis- 
parity in the average number of passengers per car, and the 
average number of tons of freight per car, not only on dif- 
ferent roads but even onthe same roads during different 
veriods, 

P) The expenses are divided into two general classes, one of 
which only is materially affeeted by the volume of the traf- 
fic, the other being nearly constant, so much so that they 
are usually denominated ** fixed ” expenses, ‘These *‘ fixed’ ex- 
penses cannot be subdivided between passengers and freight, 
except by an arbitrary allotment, which is usually made on 
the basis of the relative trein mileage. Whether it would 
be better to make this allotment on the basis of the * gross 
ton mileage ” or in proportion to the weight of engines, cars 
and loads moved, is a question for consideration. 

The “ variable” expenses are not dependent upon any sin- 
gle component of the transportation service, but vary in dif- 
fere:t ratios, some items being dependent upon the volume 
of the traffic for which terminal facilities are furnished, 


ssenger and freight trains. 
y cars in passenger and 


some upon the * train mileage,” others upon the “car mile- | : ale ’ 
a) ; e| see no ubjection to the specifications under this head, ex 


age,” and still others upon the ‘gross tonnage” or th 
weight of the trains moved as well as the distance they are 
moved. 

Itistrue that there are other elements included in the 
maintenance and operation of a railroad besides those I have 
enumerated, and it is also true that some items of expense 
are more or less affected by them; but ng | are believed to 
be comparatively unimportant, and may, I think, be safely 
disregarded. If so, we have only to consider the five classes 
of service already enumerated to see : 

First, Whether each class can be resolved into single units 
of work performed, and 

Secondly. Whether the expenses can be distributed into 
classes or groups corvenpatiding with the several classes of 
service. 

Ifso, we will have five classes of expenses, and dividing 
each by the corresponding number of units of service per- 
formed, we can get the cost of a unit of each class. 

The units of service for the several classes would seem to be : 

First, One mile of road. 

Second, One train-mile, passenger or freight. 

Third, One car-mile, passenger or freight. 

Fourth One gross mile-ton, passenger or freight. 

Fifth. Qne passenger or one ton of freight. ' 

As to the details of the accounts by which this classifica- 
tion is to be accomplished, I offer no suggestions. I have 
found no serious difficulty in keeping the accounts of the 
companies L represent so as to make the distributions satis- 
factorily. Nor have I found any in making application of 
this method of analysis to the accounts of the Pennsylvania 
Railroad as published in their annual reports, Whether or 
not any useful results are obtained thereby, I leave others to 
determine, my present object being merely to respond to 
your courtesy in inviting me to attend your meeting, by 
contributing to your discussions such ideas in reference to 
the siaapal hale of uniformity as have presented themselves 
to my mind during several years of invéstigation into the 
subject. 

The talent and experience which will be brought to bear 
upon the subject as the result of the Columbus convention will, 
I am sure, evolve such practical results as will commend 
themselves to all the railroad managers in the country. 

Yours truly, T. M. R. TaLcorr, 


FROM WILLIAM P. SHINN. 


The following was contributed by Mr. William P, Shinn, 
now General een r Edgar Thomson Steel Company, but 
formerly General Freight Agent of the Pittsburgh, Fort 
Wayne & Chicago Railway, and lately Vice-President of the 
Alleeheny Valley: 
PITTSBURGH, Pa., March 11, 1879, 

J. H. Goodspeed, Esq., Secretary, ete. 

Dear Str: I received your circular letter of Jan, 20, in- 
closing a memorandum of proposed plan for returns to be 


recommended for adoption by all the states having railroad | 


returns, with a view of securing that uniformity which is so 
desirable. 

The principal point that I desire to make is, that I think 
that in condensing the rules so much as you have done 
you have omitted some important points, and that it is better 
that the rules be sufficiently elaborated, so that nothing im- 
portant may be left to guess, or be overlooked entirely. I 
regard it as quite as important that the statistics of move- 
ment should be given in the two directions as that they 
should be given atall, [If the returns are to be such as to 
enable an expert to form an opinion in regard to the econom- 


ical management of any road, it is of absolute necessity that | 


he should know whether the movement is, upon the one hand, 
in one direction, or, upon the other hand, equal in the two 
directions. It isnot probable that in any case it will be 
either of these extremes; but the difference between them is 
so great as to make it important that it should be set forth 
in the statistics, and in petting up ascheme which it is sought 
to have adopted for ail the railroads of the country, it be- 
comes of the more importance that so vital a point as this 
should not be omitted. 

With this general criticism, I will proceed to consider 
your plan by sections: 


Rule .—This rule states the general principle plainly. It! tion to old work should be the cost of the new over the cost | 





will be difficult of understanding by the accounting offi. | 


cers of many railroad companies without some explanation 
| as to how bills for materials, pay-rolls, etc., are to be en- 
| tered previous to being paid, and as to how interest becom- 
| ing due on bonds’ is to be shown as a liability. A very brief 
| explanation on these points in a note would be of value. 

ule I].—The general principle is here well stated, but the 

| explanation is needed that the materials when purchased 
| should be charged to a materials account, of which one or 
| several may be kept, and then when used charged out of that 
| account to the expense account by a report. 
| Rule I1].—I do not think this rule is clearly stated, and, in- 
| deed, the principle as set forth in the rule is opento discus- 
|sion. For instance, if a railroad company had built a 
| wooden bridge in 1864 or '65, it would probably cost no 
| more now to build an iron bridge than it originally cost to 
| build the bridge of wood; but the bridge could be rebuilt of 

wood for considerably less money than an iron bridge can 
| now be built. Question, does not the building of the iron 

bridge increase the value of the road as rane that struc- 
ture, although it cost no more, and even less than the orig- 
| inal wood structure cost / If not, then we have an anomaly, 
|that the value of the structure would remain the same 
| whether replaced by another wooden bridge or with an iron 
structure. 
My view of this rule would be the following: Expendi- 
tures chargeable to capital accounts should be only of the 
following characters: 
1, Such expenditures which increase the number or 

quantity of the actual, real or personal property, such as 
building more miles of road or siding, additional shops, arti- 
cles of equipment, or other items of real or personal prop- 
erty. 

2. Such expenditures as clearly increase the value of the 
property already owned by the company, by the substitu- 
tion of better structures, or machinery costing more at the 
time of their substitution than structures or machinery of 
the same character as those originally purchased by the 
company would then cost; in such cases only the amount of 
such increase, however, shall be charged to capital account. 

Rule 1V,—1\ do not like the plan of charging the mileage of 
passenger or freight trains for switching, as mileage of 
|**other” trains. It would be better to have specifications of 
|* mileage of switching trains,” and * mileage of -construc 
| tion and repair trains, or working tra‘ns,” The mileage or 
| use of switching engines is an important element in the cost 
| of traffic, and is not a part of the cost of maintenance. It 
| should therefore be stated in some manner so that it can be 
| arrived at. 

The mileage of switching engines must necessarily be con 
structive mileage, and as the service per hour is about equal 
| to the service of ordinary freight engines, it is the cu tom 
with many companics to estimate the mileage of switching 
engines at ten miles per hour of service. To secure uni- 
formity it seems to me it would be well to suggest, at least, 
| some basis upon which the time of switching engines should 
| be represented by mileage, 

| INCOME FOR THE YEAR 








cept that the items of earnings should be given separately in 
each direction. 

| EXPENSES. 

| A much better classification of expenses can be had than 
| that therein given, and in my opinion the general division 
| which has been found desirable by most railroad companies 
should be followed, That is, preserving separate heads of 
dividends into 

| Operating Expenses—Maintenance of Motive Power 

| Maintenance of Cars—Maintenance of Way—and General 
oy o11SeS. 

| »ymany roads have adopted substantially this division, 
|} although it might have been originally arbitrary, it has be- 
| come to some extent the medium through which experts look 
at cost. The number of special headings under each of the 
| general heads may not be many, but they should be some- 
| what more than you have, 

In particular, such items as “ Repairs of Locomotives ” 
| should be divided into passenger and freight, as they are 
readily divisible. ‘* Fuel for locomotives” should be simi 
larly divided, and there are some other items, as to which, if 
desired, I will give full specifications of my views in regard 

| ty the division of these accounts. 
NET INCOME, DIVIDENDS, ETC, 
| The item of interest accrued. Is it to be made to include 
| interest on bonds which is accrued, but which has not yet be- 
|come due? As, for instance, if an account is made’ up to 
Sept. 80, is three month’s interest on bonds, the coupons of 
which are payable only every six months, and the next pay- 
ment becoming due Jan. 1, to be included under the head of 
“interest accrued?” If not, it will require the fact to be 
every distinctly specified. 
CHARGES AND CREDITS TO PROPERTY. 

In accordance with my suggestions under head of Rule III., 
I think the word ** cost” under this head should be made to 
| read *‘ additions to value of.” 
PROFIT AND LOSS ACCOUNT. 











| as are made under the head of ** net income, dividends, etc.” 
ASSETS AND LIABILITIES. 

I think it important that the debit balances should include 
only such as are known to be, or for which the company has 
| reasonable grounds for considering good; while another 
| specification should be made of any bad accounts, which 
| may be retained on the books merely because they are not 
| yet positively lost, and they are needed to be included in 

order to balance the account. 
LIABILITIES. 

Under the head of capital stock there should be a specifica- 
| tion of each class of capital stock, as some roads have a first 
| and second preferred stock, Yours truly, 

Ww. P. Surin. 


FROM J. L. FORD, 


Mr. J. L. Ford, Auditor of Kansas City, St. Joseph & 
Council Bluffs Railroad, contributed the following letter: 
Kansas City, April 5, 1879. 
DEAR Sir: I have examined your circular of Jan. 20, sub- 
mitting a system of accounts and returns for criticism, to be 
| considered by the com mittee of the state convention of rail- 
road commissioners held at Columbus in November, and I 
© ubmit for consideration the following, referring to numbers 
upon your circular: 
Rule 11.—This is open to argument, and exceptions are ad- 
| missible as to renewals of rails, ties, etc., the benefit of which 
4 pees to the whole year, while the renewals are concentra- 
ted into a few months in the middle of the year. 
| Many railroad managers favor a distribution of such heavy 
| expenditure over the whole or greater part of the year in 
| monthly proportions, which I think desirable, with suitable 
| explanation, so that no misunderstanding shall occur; which 
being given, the course pursued will be public, and no harm 
result, while some degree of uniformity is secured, and com- 
parisons are more readily made, 
Rule I1/,—The basis of charges to construction for addi- 





| 
I have no remarks to make under this head, except such | 


of reproducing the old at the time the work is done, and not, 
as stated, the value of the new ‘‘over and above the cost of 
the old as shown on the books of the company.” To 
illustrate: A wooden bridge has to be renewed; the 
original structure was erected when prices were 
two or three times the prices of to-day. It was cheaply 
built upon piles or other wooden foundations. It is decided 
to replace the old bridge with one of iron resting upon stone 
foundations. The cost of the newiron bridge with first-class 
masonry is to-day less than the original cost of the wooden 
bridge and wooden foundations, but considerably more than 
would be required to replace the original structure.. So long 
as any charges are made to construction for improvements, 
this increased cost over the expeuse of replacing the old 
bridge is clearly a proper one, for the value of the property 
has been more than preserved—it has been increased per- 
manently, and is worth more to the mortgagee than before 
the improvement was made. Apply now the rule given in 
the circular to circumstances the reverse of those here cited. 
Supposing the road built during the present ex’remely low 
prices. In ten (10) years renewals are required. Prices are 
twice those of to-day, and twice ‘‘ the cost as shown on the 
books” is required to replace the old bridge with iron and 
stone. Thus, the old cost $5,000 atlow prices, as shown by 
the books of the company, the new (iron and stone) will 
cost, say $12,000, and to renew the old structure will cost, 
say, $8,000. Would it be proper to charge to construction 
the difference between the cost of the new iron and stone, 
$12,000, and the cost of the old as shown by the books, 
#5,000 ; difference to construction $7,000? Certainly not. 

« The proper charge to construction would be : Cost of the 
new iron, etc., $12,000, less estimated cost of replacing the 
original at the time the work is done, say $8,000 ; differ- 
ence to construction of $4,000, representing the cost of the 
actual improvement to the property. 

Expenses.—* Rent paid for use of road and.equipment.” 

Car mileage is rent paid for use of equipment, and when 
the amount paid exceeds the amount received it should be 
so accounted for, and classified same as rents. 

Taxes, not being under the control of the- management of 
the road, should not be included in operating expenses, but 
classed with rents, as ‘‘expenses other than operating,” the 
object being to classify sucb expenses as are controlled by 
the management of the rcad for purposes of comparison, 
which is the end and aim of all statistical work in railroad 
accounts. With these exceptions | consider the system sug- 
gested by you as very satisfactory and cesirable. 

Respectfully yours, J. L. Forp. 


FROM MARSHALL M. KIRKMAN, 


Mr. M. M. Kirkman, Local Treasurer of the Chicago & 
Northwestern Railway Company, made the following com- 
munication to the committee : 5 

Cuicaco, Feb. 15, 1879. 
J. H. Goodspeed, Esq., Secretary, ete.: 

DEAR Sire.: I return herewith, with such alterations as 
occur to me, the form of report devised by the committee of 
railroad commissioners appointed at Columbus, in November 
last, etc. 

They are to be congratulated for the reduction in questions 
propounded to the railroad companies from 260 to 89. It 
seems to me that the list can be still further reduced without 
detriment, and, acting upon that belief, I have ventured to 
make such changes as, in my mind, tended to simplify the 
subject. 

And first, in regard to the division of earnings. 

It is impossible in many instances to distinguish the local 
from the foreign traffic; only a part of the business, perhaps 
not more than half of it, is ticketed and billed through. It is, 
therefore, impossible to divide the local from the through; 
besides, the expense of even part of such a division would be 
considerable. Ihave reduced the operating expenses to five 
items. 

Permanent Way, Buildings and Feuces ; Equipment and 
Tools and Machinery ; Fuel, Lights, Water and Lubricating 
matter ; Management and Traffic ; Miscellaneous. 

It would be my judgment to reduce them to one, so as to 
secure greater simplicity and facilitate comparisons. Nec- 
body cares anything in a state paper, such as these reports 
will make, about the details; it is the result they are after. 

In reference to the “ property sold or reduced in valuation 
on the books during the year,” the amount received on such 
account would naturally go to reduce the cost of road, 
equipment, etc., which items are provided for. 

The Income Account you include also embraces your 
“ Profit and Loss” account, with unimportant exceptions ; 
the latter account may, therefore, it seems to me, be very 
properly omitted, as its effect will be to confuse the reader. 

It may be said that miscellaneous earnings embrace every- 
thing not otherwise provided fcr, except ‘‘ Rent of Road” 
and “ Interest and Exchange;” such items should form a dis- 
tinct part of the Income Account. 

I have altered your ‘‘ Cost of Road” to read ‘* Cost of Road 
and Equipment.” Why shoukl equipment be kept distinct 
more than buildings / Besides, not one road in fifty knows 
the cost of the equipment separately from the cost of the 
road. 

I strike out ‘‘ Number of Stockholders.” What material 
fact does the information contain ¢ I think you will agree 
with me, upon reflection, that only Communists would be 
benefited by furnishing it. 

In reference to the passenger and freight mileage ‘‘ to and 
from other roads,” it is like the joint earnings—unknown. 

The average weight of trains can not be ascertained ; the 
weight of a car to-day is not its weight to-morrow. Cars are 
changed constantly from one class of trains to another ; 
passenger cars are used in freight trains and vice versd; on 
many lines the approximate weight of the cars is unknown, 
especially is this so of passenger cars. 

Such are the alterations that a hurried examination sug- 
geststo me. My impressions in reference to the matter are 
that the more you condense your information the more valu- 
able your report will be. 

Very truly yours, M. M. KIRKMAN. 


FROM CC. P. LELAND. 


The letter from Mr. C. P. Leland, Auditor of the Lake 

Shore & Michigan Southern Railway, is as follows: 
CLEVELAND, Ohio, March 22, 1879. 
J. H. Goodspeed, Esq., See’y, ete.: 

DEAR Sir: I have he extremely busy on an \annual re- 
port for 1878 and reports to state“of Pennsylvania, Michi- 
gan, etc., and therefore have not given your questions of 
Jan. 20 the attention they deserve. To-day I have examined 
them with considerable care and find them all right as far 
as they go. I would suggest the adoption of our classifica- 
tion of freight asthe states of Ohio and Michigan have 
adopted it, and accumulated statistics of that nature will 
have great value by and by, as you will see by a glance at 
the figures for eight years. For example, follow right down 
the colunm headed “‘Coal” and ‘ Petroleum” and notice 
the growth of the business from 1870 to 1877. If all the 
railroads in this country would make up carefully that table 
and give it to their respective states what a calcium light 
would be thrown upon the internal commerce of this coun- 


try ! 
My general impression on looking over your list of 89 
questions is this: In attempting to wire out the irrelevant 




























ree 











May 9, 1879] 


THE RAILROAD 


questions and rubbish, which cumber so many state reports, | Miscellaneous; 


you have gone too far, struck out too much. 
will correct itself when we come together. The struggle will 
be over getting anything struck out, not in dropping too 
much. 

Should anything else occur to me, I will write you again. 

I have stricken out but one question: ‘‘ Repairs Machine 
Shop and Machinery.” That presents too strong a tempta- 
tion to the average master mechanic to use it to keep down 
the cost of ‘‘ Repairs Engines or Cars.” We abolished it 
when we consolidated in 1869, 


Yours truly, C. P. LELAND. 


FORM PROPOSED BY MR. GEO. E. TOWNE. 
Mr. Towne has presented his suggestions in the following 
form of a report: 
REPORT OF THE A, B & C, RAILROAD COMPANY 
Sor year ending Sept. 30, 1879. 
General statement of Results ; 


Aggregate income...............000065 $1,050,000.00 
= CRPONIOS soo: 6, cascencongabe 682,000.00 
Oe Oe es $368,000.00 
Accrued interest on funded debt...... 160,000.00 
& - * floating debt...... 10,000.00 
Taxes paid during year... ........... 29,000.00 
Rentals leased lines specifying same 
We. EE ae 18,000.00 


TW BG RAMPORG Oe. «0. cscccicaescn ys 


12,000.00 





220.000,.00 


Balance applicable to Dividends. 148,000.00 


vividends declared during year as 
follows: ......- ett ecenee seeeeeeecens 
Dec 1879, 3. per cent. ; 





132,000.00 
Balance to credit of Profit and Loss. . £16,000,00 
Profit and loss credit balance. Sept. 
O80; 0070.;.:..;. : 
Items added during year, specifying 
same: 


ie ¥ 78,500.00 


400.00 

600.00 
—_—_-—_ 79,400.00 
95,400.00 
Loses from bad debts during year..... 1,200.00 
Other debit ite ms, specifying same: 


700.00 
409,00 
es 2,300.00 
Balance carried forward............. 93,100.00 
Detailed Statement of Income and Expenses, 
Passenger Freight Miscel- 
INCOME: trains. trains, laneous. 
Transportation through 
freight and passengers. ..$290,000.00 $300,000.00 si... ee 


Transportation local freight 
and passengers 150,000.00 


265,050.00 


Transportation mails See i’ certs. sarirvke 
Transportation express and 

extra baggage nth pee” akon le” | aaveoede 
eee... 6 shote cane ebea 00h) enbaaie ly pees $10,000.00 


Miscellaneous.... 3,000.00 1,000.00 6.050,00 


Aggregate income. ... 468,000,00 16,000.00 
10,000 ms. 
other, 


1166,000,00 


Train mileage ........ .... 350,000 ms, 280,000 ms. { 

| 125,000 ms 

| switching, 

EXPENSES: ' . ; 

Group A, shc wing train movement service, 

Locomotive Department; 

Construction. Switching. 

$600.00 $5,700.00 


Passenger 
$16,000 .00 


Freight. 


1. Repairs $12,700.00 





” Fuel..............1,500.00 13,500.00 37,500.00 37,500.00 
3. Oiland Waste... 150.00 1,200.00 3,400.00 2,750.00 
4. Water pcb 50.00 250.00 1,000.00 700.00 
5. Engineers and 

assistants.. 900.00 8,300.00 26,200.09 21,500.00 
6. Miscellaneous 50.00 500.00 1,400.00 1,150.00 





250.00 $29,450.00 $85,500.00 $76,300.00 
Carried to 


Group B. 


Total. ....$4, 
Carried to 
Group C 


Car Department; Passenger. Freight. 

7. Repairs Rite) Wl Shetneesered aman $25,000.00 $40,000.00 
DB, TRANG. occ ccccncvsceserecvisesovenas 2,000.00 18,000.00 
9, Train men.. . 24,000,00 $1,000.00 


2,100.00 
5,000.00 


1,900.00 


10. Fuel, oil and waste....... : 
bes 4,000.00 


11, Miscellaneous eee 


NEE kee sadsccrabedernaa . .$58, 100.00 $93,900.00 
Wear of track: Passenger, Freight. 
12. Iron laid, tons, miles..... $2,000.00 3,000,00 
13. Steel laid " | geacm 12,000.00 18,000.00 
14. Repairs track............ 12,000.00 18,000.00 
Total ....+.826,000,00 $39,000.00 
Recapitulation Group A: 
Per Per 
mile, Passenger, mile. Freight. 
Locomotive Department. .244 $85,500.00 .272 $76,300.00 
Car : = 166 58,100.00 .335 93,900.00 
Wear of Track... 74 26,000.00 .140 39,000.00 
Aggregate cost of chi ind 
moving trains. . 484 $169,600.00 .747 $209,200.00 
Mem.—Cost of switching, construction and other trains, included 


in Groups B and C, 


GROUP B, SHOWING STATION AND DEPARTMENT SERVICE. 
Department Office and Station Expenses: 
Passenger. 
men ceeeeceee $24,000.00 
bills, fuel and sup- 


= Freight. 
15. Station and office $56,000 .00 
16. “ rr “ 

Rncesen»aisepep ees 


qocees 7,000.00 
17. Telegraph expenses. . 


3,300 .00 


13,000.00 
2,700.00 





18. Switch, flag and signal men PRI LF 14,000.00 11,000.00 
19, Switching engines.... 2,600 .00 26,850.00 
a i0- dell k's seconriniom - +++. $50,900.00 $109,550.00 
Miscellaneous : 
. Passenger, Freight. 
20. Removals snow andice .............. 850.00 650.00 
21. Losses, damages and gratuities...... 1,000.00 1,000.00 
22. Spark insurance and losses........... 550.00 450.00 
Wt wincedewsindtan stéckastebernee $2,400.00 2,100.00 
Recapitulation Group B: 
Per Per 
mile, Passenger, mile. Frei, 
Office and stationexpenses.. ... $50,900 00 $100 she Go 
Micellaneous............. - 2.400.00 2,100.00 
Total operating expenses beet Teg orgies | | 
other than those of trains.. .152 $53,300.00 .399 $111,650.00 


GROUP C, SHOWING MAINTENANCE AND G tNERAL MANAGEMENT. 
Maintenance of Property: 


- Repairs of road and road-bed $37,000.00 








4 bridges......... 15,000.00 
25. ” Sd, ED ee ee ROL Smee 20,000.00 
26. " fences, signs and crossings 6,250.00 
27. Renewals of ties...............sccecees pvees ssatatens 20,000.00 

BOOM. 655s pcb dnicisrwsstincith ae oO $98,250.00 


That, however, | 


Th, WEN caw Spsceasece’d cbay' das rina Pne 4 4 seseeees $7,000.00 
| 29. Insurance and loss by fire... ..............600005- 
> PDS CII Soa samen tnbash sacosmhebate es $9,000.00 
r Wool. <iwaabied sts keasecck aise birds cabbie h evtic ..« $40,000.00 
Recapitulation, Group C; 
Maintenance Of Properby..........-ccccsscesesaseccvess $98,250.00 
eR ree ick Sg a oie Ca CO Sg 40,000.00 


Total, maintenance and general management ...$158,250.00 
SUMMARY OF EARNINGS AND EXPLNSES. 





Per Per 
mile. Passengers. mile. Freight, 
Gross train income........ 1.337 $468,000.00 2.0°2 $566,000.00 
Cost of moving trains, 
Group A....... ... “iia, .484 169,600.00 747 209,200.00 
Net train income after 
deducting train ex- 
BORING 1:05.05 «nb daens .853 $298,400.00 1.275 $356,800.00 
Station and department 
service, Group B........ 152 53,300.00 309 =—-111,650.00 
Profits, freight and 
passenger depart- 
Pn a5 sei teseetemed 701 $245,100.00 .876 $245,150.00 
Profit freight department, brought down......... .... $245,150.00 
6 yassenger department, brought down........ ».. 245,100.00 
SSO COUN s Sain Sirsecasertctadaciae thvax on 16,000.00 





$506,250.00 


Maintenance and general management, Group C..... 138,250.00 


De) OES ROR $368,000.00 


Net income for year 
INSTRUCTIONS TO ACCOMPANY THE SUGGESTED SYSTEM OF 


UNIFORM RETURNS FOR THE RAILROADS OF 

STATES. 

The questions will be grouped as follows, the figures 
shown in answer, computations being in all cases made con- 
formably to the rules given, are intended to cover the vari- 
ous mane, as specified under the headings herewith sub- 
mitted : 


THE UNITED 


INCOME, 

See rule for line of divisicn between “ local” and * through” 
transportation. Allincome items to be reported, less de- 
ductions for rebates, over-changes, and refunds. Charges for 
carriage and service outside of trains, to be deducted from 
mail and express itfcome, to be classified in the figure 
columns, under the three headings as designated. 

Mem.—See rule upon the computation of train mileage. 


EXPENSES. 

Divided into three groups, A, B and C, representing, re- 
spectively, *‘ Train Movement Service,” ‘‘ Station and De- 
partment Service ” and ‘* Maintenance and General Manage- 
ment.” 

GROUP A. 

To include, under the three general headings of ‘* Loco- 
motive Department,” ‘‘Car Department” and ** Wear of 
Track,” all the expenses which make up the cost of moving 
trains, and which, in their volume, keep substantial pace 
with the reduction and increase of train mileage. 

Locomotive Department, 

To include everything connected with expense of motive 
power, to be classified, in figure columns, under headings as 
designated, which refer to the use of locomotives, in different 
classes of work. This, being the locomotive department, 
must include them all for convenience, but for inclusion in ex- 
penses, the figures in column headed ‘ Construction,” being 
for gravel and similar trains, go into “* Repairs of Road,’ 
Group C. The expense of switching engines belongs to 
Group B, leaving only the actual running, on passenger and 
freight trains, to be included in Group A. 

1. Repairs.—To include materials used and labor per- 
formed in repairing locomotives and tenders; also, propor- 
tion of shopexpenses. Classification under designated head- 
ings, on basis of general locomotive mileage. 

2, Fuel.—To include cost, charges, preparation and hand- 
ling of all fuel used in locomotives. Classification on basis 
of use of each. 

3. Oil and Waste.—To include cost of all used in lubricat 
ing and lighting locomotives. Classified on basis of use. 

Water.—To include water purchased, wages paid to 
men and tools, supplies, oil and waste used at water stations; 
repairs of engines, wind-mills, pumps and machinery at sta- 
tions. Classify on basis of mileage. 

5. Engineers and Assistants.--To include wages of en- 
gineers, firemen and wipers. Classify as employed, appor- 
tioning pro rata wipers and others not actually having sta- 
tions upon the engines. 

6. Miscellaneous.—To include tools and materials furnished 
to locomotives; fuel, oil, water, waste and gas to engine 
houses; and all other items pertaining to locomotive depart- 
ment not elsewhere designated. Classify on basis of mile- 
age. 

End of locomotive department, 

Car Department. 

To include all train-movement expenses accruing behind 
the locomotive and above the rails. 

7. Repairs.—To include all material used and labor per 
formed in pie ering J passenger, baggage, mail, express, 
freight and caboose cars; also proportion of shop expenses. 
Classify to freight or passenger trains, according to descrip- 
tion of car. 

8. Mileage of Cars.—To include excess of payments over 
receipts for use of cars. Classify according to description. 


and brakemen, examiners of running gear and c&r cleaners. 
Classify as employed. 

10, Fuel, Oil and Waste.—To include cost of what is 
used. Classify as used. 

11. Miscellaneous,—To include checks, punches, tickets, 
tools, supplies, car seals and locks, and all materials pertain- 
ing to trains, not elsewhere specified ; classify as used. 

End of car department. 

Wear of Track. 

To include all items of track-wear due to or growing out 
of the passage of trains. ; 

12. Renewals of Iron.—To include cost of iron rails laid 
down, deducting the value of old railstakenup. Classify to 
freight and passenger trains, on the basis of mileage of each, 
adding thereto, for this purpose, the proportion of switching 
mileage pertaining to each. 

13. Renewals «4 Steel.—To include cost of steel laid down 
deducting the value of old rails taken up. Classify as directed 
for ** Renewals of Iron.” 

14. Repairs of Track.—To include cost of joints, spikes, 
shims, bolts, nuts and track tools ; also labor laying ties 
and rails and leveling track ; also repairing rails and hand- 
cars and repairs and renewals of frogs, switches and guards; 
also in general all materials and labor not otherwise speci- 
fied, and excepting the ties, expended upon the track above 
the ground. Classify as directed under “* Renewals of Lron.” 

End of ** Wear of Track” and * Group A,” 


GROUP B. 





To include under general headings of ‘‘ Department, Office 
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‘and Station Expenses” and “ Miscellaneous ” all transpor- 
tation expenses not accruing directly from train movements. 


#,000.00 | The items of this group refer rather to the terminal than to 


the hauling service—to the work at rather than between the 
stations. ey are naturally divisible between freight and 
passenger departments. 

Department, Office and Station Expenses, 

To include, as the heading implies, all expenses incur.ed in 
the stations and offices of the freight and passenger de art- 
ments, 

15, Station and Office Men.—To include salaries of general 
| frcight and passenger agents, assistants and clerks, of station 
agents and assistants, of freight-uouse and yard-men, of 
foreign and traveling agents. Clascify as employed, 

Mem.—At all stations where the agent, or any or 
all of the men are employed jointly upon both freight and 
passenger business, classification of the wages should be made 
to the respective departments upon the basis of the propor- 
tionate earnings of each at that station. At all tions, 
however, classify direct to either department the wages of 
all who are in sole employ of either. 

16. Station and Office Bills, Fuel and Supplies.—To in- 
clude furniture, fixtures, stationery, printing and all sup- 
plies, cost of heating and lighting at stations and depart- 
ment offices. Classify as directed in the note under “ Sta- 
tion and Office Men,” directly, where possible; otherwise by 
——as on basis of earnings or business, 

7. Telegraph Expenses.-—-To include salaries of superin- 
tendent and operators, chemicals, instruments and repairs of 
same, wages of line-men, and all materials for repairs of 
line. Classify on basis of train mileage. 

18. Switch, Flag and Signal-men.—To include wages of 
meu, oil, lights, flags, lanterns, switch-locks and keys, switch 
frames, targets, signals and all repairs of same. Classify 
| according to mileage, adding, for this purpose, switching to 
freight and passenger mileage proportionately. 

19), Switch ing Engines.—To include figures brought down 
from locomotive department, column headed “ switching.” 
Classify according to service. 

Close of Department, Office and Station Expenses, 

Miscellanecous.—To include miscellaneous items of operat- 
ing expenses other than those above specified. 

20. Removals of Snow and Ice,—To include labor of men, 
expenses of engines with plows, repairs of plows, tools and 
materials furnished for the work, Classify on basis of pas- 
senger and freight mileage. 

21. Losses, Damages and Gratuities.—To include stock 
killed by trains, lost and damaged freight and baggage, pas- 
sengers killed or injured, gratuities to employés injured, or 
the families of those killed: the expenses of wrecking trains, 
damages to track and cost of repairing locomotives and cars 
injured by derailment, collision or other accident, Classify to 
freight and passenger department, according to the class of 
trains upon which the damage was incurred, 

22. Spark Insurance and Losses,—To include premiums 
on spark risks, where insured separately, and moneys paid 
for damages for fires set along the line in excess of receipts 
for insurance. Classify according to mileage of trains, 

End of Group B. 





GROUP C, 


To include the cost of maintenance of that class of the 
property not affected in its wear and depreciation by train 
movements or department operations; also the cost of gen- 
eral management, belonging specially to neither of the de- 
partments. There being no natural basis for a division of 
these expenses, no classification will be attempted, 

23. Repairs of Road and Road-Bed.—To include ma- 
terials used and labor performed, ditching, ballasting, clear-* 
ing weeds and bushes, building and extending side tracks, 
riprapping, changing location, repairing culverts and cattle 
guards, expenses of engines for construction trains (see * Lo- 
comotive Department”), repairs of gravel cars, and in 
general all expenses incurred for repairing the waste and 
wear not accruing from the train movements. The stations 
of road-masters and of foremen, not included in wages of 
men, should be apportioned between * Repairs of Road” and 
* Repairs of Track,” on basis of the aggregate cost of each 
for the year, 

24. Repairs of Bridges.—To include materials used and all 
labor performed in repairing bridges, use or repair of pile- 
driver and tools furnished. 

25. Repairs of Buildings.—Yo include materials used and 
labor performed in repairs of all buildings, water stations, 
platforms, wharves, turn-tables and track-scales, 

26. Repairs of Fences, Signs and Road Crossings,—To 
include all materials and labor expended in their repair. 

27. Removals of Ties.—To include cost of ties. 

28. Watchmen.—To include wages of watchmen, deduct- 
ing for charge to other departments whatever special labor 
may be performed by them; also all lanterns, weapons and 
appliances pertaining to watching furnished them, 

29. Insurance and Loss by Fire.—To include cost of in- 
surance premium, and all cost of restoring property in ex- 
cess of insurance received. In case the property destroyed 
is replaced by a structure of greater value, a portion of the 
cost may be a proper subject for charge to construction, un- 
der the princi Ke laid down in rule No, —, 

30. General Expenses.—To include salaries of President, 
Manager, Superintendente, Treasurer, Auditor, Cashier, 
Paymaster, Purchasing Agent and their respective clerks ; 
stationery, pegens, fuel and lights, rents, repairs, 
furniture and fixtures, expressage, stamps and postage 





|of general office, salary or retainer of Solicitor, and legal 


' 
| 
| 


}expenses: contributions for all railroad association ex- 


venses; subscription to periodicals, assessments for share of 
commissioners’ expenses, and all other expenses of a gen- 


9. Train-men.—To include wages of conductors, baggage, | eral character not elsewhere sp scified. 


End of Group C. 
SUPPLEMENTARY, 


| A shop expenses account should be kept, to include cost of 


fuel, oil and waste, and other supplies consumed at the re- 
pair shops; for power, heating and lighting; the salaries 
and wages of superintendents, engineers and men whose 
labor is not applied directly to any work to which it can be 
classified; all traveling and other expenses of master me- 
chanic and car-builder incurred in the service ot the com- 
pany. This account to be balanced monthly, quarterly, 
semi-annually, or annually, at pleasure; and the amount 
apportioned among the various repair accounts, pro rata to 
the contributions thereto, of the shop labor and materials. 


SUMMARY OF INCOME AND EXPENSES, 

Intended to give a comprehensive, recapitulatory exhibit 
of the results, and the process of thelr attainment. Provi- 
sion is made in special columns for showings per mile, as far 
as they have any propriety or value, A careful examina 
tion of the method of arrangement will suffice for a full un- 
derstanding, without any detailed explanation. 


Tramps. 

When the train from Chattanooga arrived here yesterday 
afternoon, a tramp crawled out from the trucks of the rear 
car. He was covered all over with dust, and his eyes had 
the appearance of having been set in a mold of mud How 


he ever escaped death from suffocation or falling under the 





wheels is a wonder.—Nashville (Tenn.) American, May & 
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Passes.—All persons connected with this paper are forbid- 
den to. ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office, 





Addresses.— Business letters should be addressed and drafts 
made payable to Tae RAILROAD GazETTE. Communica- 
tions for the attention of the Editors should be addressed 
Eprrork RAILROAD GAZETTE. 


Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
uMNS. We give in our editorial columns ouR OWN opin- 
tons, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers, Those who wish to recommend their inven- 
tiona, machinery, supplies, financial schemes, etc., to our 
readers can do 8o fully in our advertising columns, but it 
is useless to ask us to recommend them editorially, either 
for money or in consideration of advertising patronage. 





Contributions,—Subseribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events whiok take place 
under their observation, such as changes in veliroad offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement, Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired, Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
pootely annual reports, some notice of all of which will 
he published, 


THE LAKE SHORE REPORT. 





The Lake Shore report for the year 1878 shows re- 
sults in operation which have hardly ever been sur- 
passed on any American railroad, or perhaps any 
other, so far as cheapness of working is concerned, 
Its average cost per ton and per passenger per mile 

yas 0.474 and 1,166 cents respectively. Of all the 
roads that have reported hitherto, the cheapest 
freight cost has been shown by the Philadelphia & 
Erie, which reports 0.445 cent per ton per mile for 
1878; but then it has an oxpense of 38.048 cents 
per, passenger mile, against the Lake Shore's 1.166. The 
Pittsburgh, Fort Wayne & Chicago reports a little 
lower freight cost than the Lake Shore (0.465 to 0.474) 
and u passenger expense but little higher (1.208 to 1.166) 
but the Fort Wayne is all main line, and not half the 
Lake Shore. The Pennsylvania’s expense was 0,483, 
and but 2.7 per cent. of its rails were renewed, while 
the Lake Shore renewed about 6 per cent. of its rails, 
and the Pennsylvania’s passenger expense was 50 per 
cent. more than the Lake Shore’s, The Pennsylvania, 
every one knows, is much the harder road to work 
—the comparisons are not made for the sake of com- 
paring skill so much as to compare cost, in which 
natural advantages count for as much as ability and 
economy. The Wabash reports nearly as low a freight 
expense (0.484 cents per ton per mile), but twice as high 
& passenger expense (2.88 cents per mile), and much 
more was spent for renewals and repairs on the Lake 
Shore per car and per engine. The New York 
Central (for the year ending with September last) 
spent a quarter more than the Lake Shore per 
ton-mile, and- a tenth more per passenger-mile. 
The Lake Shore is in many respects an easy road 


{ 
| 
| 
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to work, the grades being moderate, and the road-| percent. in the passenger traffic and of 4.6 per cent. in 
bed one of the best in the world; but after hunting | the passenger earnings, an increase of 8.5 per cent. in 


up all the favoring circumstances, among which must 
be counted the costly improvements which some roads 
have not been able to buy, the inquirer will be forced 
to the conclusion that brains had something to do 
with it—a certain amount of which of the right quality 
will often do more for a road that a complete track of 
steel rails and a full equipment of the most powerful 
modern locomotives. 

Certainly it is something worth noting when a great 
road, not half of which is main line, which we know 
to have been fully maintained, has carried its traffic 


at the aggregate rate of 0.474 cents per ton and 1,166 | 


cents per passenger mile. Put this and the Fort 
Wayne's results for 1878 together (the latter being still 
mostly single track, as an offset to the absence of 
branches), and we have, we think we may say, the ex- 
treme low-water mark 
portation in the world. 


of the costof railroad trans- 


And on these roads, and most others between the 
East and the West, the expense is much greater than 


it would be if the currents of freight in the two direc- 





tions were more evehly balanced. The Lake Shore 
reports this year for the first time the tonnage 
mileage in both directions. For every 100) 
tons eastward in 1878 there were only’ 34.7 


tons westward. The difference is no greater than 


on most roads in its situation, doubtless, and not so 
great as on some—the Cleveland, Columbus, Cincinnati 
& Indianapolis, for instance, reporting a much greater 
excess of east-bound freight. But the difference is so 
great as to make us wonder how*low the cost would 
be if as much freight went in one direction as in the 
other. 

The average cost on the Lake Shore would make 


the total gross earnings, a decrease of 5.3 per cent. in 

| working expenses, and an increase of 23 per cent. in 
the net earnings, and this in spite of a decrease of 15 
per cent. in the average freight rate and of 1%, per 
‘cent. in the average passenger rate. The surplus of 
net earnings over fixed charges—interest on funded 
debt and rentals—was equivalent to 5.61 per cent. on 
the capital stock in 1878 against 3.57 in 1877—certainly 
a very satisfactory result. 


The last year has been the most profitable to the 
stockholders since 1874. The surplus of net earnings 
| over interest, rentals and other fixed charges—that is, 
the income of the stockholders available for dividends, 
for additions to the property, or for sinking funds to 
reduce their debt—has been for every year since the con- 
solidation, with its percentage on the present amount 
the stock, as follows: 








P. c. on P. c. on 
stock, Total. stock. 
1870 6.69 |1875.......- $1,092,404 21 
1871 | OE: 1,614,352 
1872. 7.40 |1877.... 1,269,813 
1873 na 6.09 1878........ 2,658,919 
874... .. 2,985,567 6.04 | 


‘ 

The expenditures on account of the Ashtabula accident 
reduced this surplus $495,722.42 in 1877, and $77,909.48 
in 1878. The 4-per-cent. dividend paid the latter year 
absorbed but about three-fourths of this surplus, and 
$250,000 went into the sinking fund to reduce the debt, 
and $360,000 into additions to the property, $200,000 of 
which is stock in the new Pittsburgh & Lake Erie 
Railroad, which gives the Lake Shore a good connec- 
tion with Pittsburgh. These are substantial benefits to 
the stockholders, whose proper income was nearly 
twice as great last year as in any other since 1874. 

With the traffic of last year, an addition of one mill 





the cost between New York and Chicago by the line | 
of which it is part just 23144 cents per ton per mile. 
As this includes all the local freights, the short hauls, 
terminal expenses, etc., we may assume that the aver- 
age cost on the through freight is considerably below 
20 cents on this road, and that, therefore, there is 
margin of profit (it must be a 
though), on the present through rates. 
Although freight traffic increases rapidly on this 
and similar lines, the growth is chiefly freight in one 
direction and in the coarse products which pay the 


some narrow one 


very lowest rates. The tonnage mileage of the Lake 
Shore in 1878 was 24 per cent. greater than in 1877, 42 | 
per cent. greater than in 1875, and 134 per cent. 
greater than in 1870, the first year of the consolida- 
tion; but the tonnage of articles classed as ‘‘ mer- 
chandise” in 1878 was but % of 1 per cent. | 
larger than in 1877, 2245 per cent, larger than in| 
1875, and 98 per cent. larger than in 1870; and of | 
‘‘manufactures” the tonnage of 1871 exceeded that of | 
any succeeding year until 1878, In grain the tonnage | 
of 1878 was 3414 per cent. larger than in 1878, 59 per | 
cent. greater than in 1875, and 206 per cent, greater | 
than in 1870. the total tonnage | 
(not tonnage-mileage) of some of the leading items of | 
freight for each of the nine years since the consolida- 
tion have been as follows: 





The proportions of 


Farm pro- Merch. and 

ducts and Mineral Manufactures, | 

provisions. products. Lumber. Iron. Other. | 
1870 42.3 19.3 11.2 4.8 22.4 
ae 46.4 19.5 9.6 4.2 20.3 
re 44.7 19.0 10.3 4.1 21.9 
1873.... ° 40.2 25.5 L038 3.2 20.8 
re : 40.6 25.3 11.0 3.2 19.9 
ae 30.5 27.5 10.2 4.0 18.8 
1876.. 41.2 27.8 8.3 3.3 19.4 | 
1877. 37 38 20.7 8.0 3.5 20.1 
ar - 46.5 23.9 7.7 3.7 19.4 


The first three classes in this table are freights 
nearly all of which go at the lowest possible rates, and 
The 
great increase in mineral products (coal, petroleum, 
stone and lime), is chiefly in coal, petroleum beinga 
less quantity, as well as a much smaller proportion of 
the whole, in 1878 than in 1878. A considerable part 
of the coalis carried from Erie over nearly the whole 
length of the 
in competition 


nearly the same is true of the iron manufactures. 


road to Chicago, at rates made 
with the lake which in 
summer usually carry from Buffalo to Chicago for 25 
or 380cents a ton. Itis taken to fill cars that would 
otherwise go back empty. The proportion of tonnage- 
mileage of agricultural products is doubtless greater | 
than that of tonnage, as most of these are carried over 
the whole length of the road, but the petroleum, lum- | 
ber and some other staples over comparatively a small 
part of it. 

As elsewhere quite generally, the passenger traffic 
was exceptionally light in 1878—in this case the small- 
est since the consolidation, 18 per cent. less than in 
1870 and 25 per cent, less than in 1878, though but 3.2 
per cent. less than in 1877. 

Comparing with the previous year, there has been | 
an increase of 24 per cent. in the freight traffic, and of | 
6 per cent. in the freight earnings, a decrease of 3.2 


vessels, 


will last no one can say. 


per ton to the profit on this road suffices for a dividend 
of 2.7 per cent. But an addition of one mill per ton 
per mile is equivalent to an addition of only five cents 
per 100 lbs. to the rate between Chicago and New 
York. It seems entirely reasonable to suppose that but 
for the conflicts among the competing roads such an 
advance could have been collected without any consid- 
erable reduction of the amount of traffic on the through 
freight east-bound, as it would still have left the rate 
extremely low. At all events, it seems quite probable 
that the company may be able to make 6-per-cent. 
dividends with simply steady rates as low as they now 
are. When it comes to carrying for 15 cents per 100 
lbs. from Chicago to New York, as was the case at two 
different times last year and has been once this year, 
such a result can hardly be hoped for. 

As last year, the President’s report gives a state- 
ment in round figures of the 
penses for the _ first 


earnings and ex- 

quarter of the current 
year, especially interesting on _ this 
road, as giving some clue to the condition of trunk- 
line tratfic. It says that increase of 
$18,000 in the gross earnings and a decrease of $12,000 
in the expenses for the quarter, compared with 1878. 
By the help of these figures we are able to present a 


which are 


there was an 


statement of gross earnings, expenses and net earn- 
ings of the first quarter for the past seven years, as 
follows : 






Gross Working Net 

earnings expenses. earnings. 
1873 $3,221,317 $1,598,963 
1874 2,723,15) 1,701,227 
1875 2,702,326 1,786,597 
1876 2,156,682 1,229,853 
1877 2,309,947 749,127 
1878 : f 2,006,071 1,423,453 
BS astedecascbrulvec 3,537,524 2,084,071 1,453,453 


The change from last year is inconsiderable, and the 
first quarters of these two years much resemble each 
other, the traffic being enormous and the rates on 
east-bound freight irregular and low nearly throughout, 
though this year there was much injury caused by the 

| January snow blockade. There is, so far as can be 
estimated before harvest, a prospect for fully as heavy 
a traffic this year as last, and it seems next to impossi- 
ble that rates can be any worse than they were last 
year until the middle of August. Navigation has 
opened later, and rates are now better maintained, we 
believe, than last year at this time; but how long this 
So far, the indications are 


| that the road will do just about as well as last year. 
|The maintenance even of the present regular rates 


through the summer, together with a good harvest, 
would make a better result probable ; but we must re- 
member that we have now had two extraordinary har- 
vests in succession, and a bad one next summer would 
have a very marked effect on such a road as the Lake 
Shore, which is so largely supported by grain and ani- 


mals fed with it. 


The progress that has been made in reducing ex- 
penses per unit of traffic on this road, as on many 
others, has been accompanied and in part doubtless 
caused by an increase in the average freight-train load, 
the variations in which it is therefore important to fol- 
low. We therefore give below the average train-loads, 
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and with them the average expense per unit of traffic 
on this road since the consolidation, as follows: 


——-Train load -——. ——-Cost per mile.——— 


Freight. Passenger. Per ton. Per passenger. 
ES 69.2 0.932 1.618 


a Ae 60.5 0.91: 1,843 
BED iiktde snipe b sien 129.7 61.5 0.920 1.739 
SS) 60.8 0.946 1,802 
RS 68.7 0.767 1.595 
ae -. 162.7 60.1 0.737 1.735 
nos wae bne mill 179.3 67.2 0.561 1.438 
ET sn00s 0:0 050.cae~, an 58.6 0.573 1.539 
oo Aes 207 .2 58.4 0.47 1.166 


The average freight load in 1878 is the largest that 
we remember to have seen reported by any road, and 
the increase in the average load is seen to be constant 
ever since 1870, and this though the inequality in 
the amount of freight moved in the two directions 
was greater last year than in any other but 
one. The east-bound trains may be assumed to 
be, as a rule, loaded. The average load of 
these was 307.6 tons in 1878, against 192 tons in 1870, 
192 in 1878, and 263.4 in 1877. This increase in the 
average load has enabled the road to carry in 1878 a 
freight traffic 35 per cent. greater than that of 1874 
with a somewhat smaller freight-train mileage. 

Every time that this report appears we are struck by 
the clearness with which the abundant information in 
it is presented. We hardly know of any report which 
gives the stockhulder so satisfactory and easily in- 
telligible information as to the results of the operations 
of his property and their changes from year to year. 
Each issue is to a great extent a history of the opera- 
tions of the road from the time of the consolidation, 
reflecting also the commercial condition of the country 
which this road serves. The figures are placed to- 
gether for comparing one year with another, and the 
laborious calculations made by which the condition 
and course of the business can be known. 

To this issue is added another installment of the his- 
tory of the road which Mr. Leland has so carefully col- 
lected. [t is a table of all the directors that have ever 
been connected with any of the companies whose roads 
were finally united in the possession of the Lake Shore 
& Michigan Southern, with names of presidents and 
some other officers. These take but a few pages, but 
have a historical value that justifies the great labor of 
collecting them, as well as their publication. 


The Southern Route to the Pacific. 

The southern railroad line to the Pacific seems to have its 
route fixed as far east as the Rio Grande at the Texas bor- 
der, as the Texas & Pacific, we believe, no longer opposes 
the construction of the Southern Pacific for that distance, 
and the Southern Pacific offers no opposition to any legisla- 
tion in aid of the Texas & Pacific (or any other road, we be- 
lieve,) east of the Rio Grande, but on the contrary will wel- 
come all the connections that may come in Texas. It is 
probably in accordance with this understanding that a bill 
was introduced in the Senate on the 2d inst., providing that 
the rights and privileges heretofore conferred upon the 
Texas & Pacific west of the Rio Grande shall be transferred 
to the Southern Pacific, and that aid to the amount of $15,000 
per mile be advanced (doubtless a guarantee of interest, as 
in the previous Texas & Pacific bills) to each of six 
other railroads in Texas, Louisiana and Arkansas. 
These are, first, the Texas & Pacific itself, which is to 
be required to complete 100 miles west of Fort Worth within 
two years, and its whole line to El Paso within six years ; 
then the Galveston, Harrisburg & San Antonio, for an ex- 
tension from San Antonio northwest to El Paso ; the Austin 
& San Antonio, which will extend the International & 
Great Northern southwest to San Antonio ; the New Orleans 
& Pacific, whose line is to extend from New Orleans north- 
west to Shreveport ; the North Louisiana & Texas, whose 
present line from Vicksburg to Monroe is to be extended 
west to Shreveport; and the Memphis & International, 
which is to extend from Memphis west by south to a 
connection with the Texas & Pacific near’ the 
Texas border. Most of these lines have no more neces- 
sary connection with a southern route to the Pacific than 
a line from Boston to New York, or from New Orleans 
to Chattanooga. Just as soon as El Paso is reached by 
any road from the East, all places will have a con- 
nection with the Southern Pacific road, and the subsidizing 
of all these lines within states would be like a subsidy to the 
three roads from Chicago to Omaha. The introduction of 
so many lines in the bill is probably for the purpose of se- 
curing the support of different parties. Naturally the New 
Orleens and Galveston interests do not look with favor to a 
Southern Pacific Railroad which will pass two or three hun- 
dred miles north of them. But New Orleans will have soon 
a line completed to Houston (which, by the way, is ten | 
times as important to it asa road to the Pacific), and thence 
there is a perfect connection with the Texas & Pacific; and 
if there is fear that the latter will discriminate against 
freight diverte | from it at Dallas, that may be provided for 





by the legislation as well as by the subsidizing of «several 
hundred miles of railroad in Western Texas. 

The line from San Antonio to El Paso would be a good | 
éhing for the present Galveston, Harrisburg and San Anto- 
nio road (if it did not have to pay for it eventually—and 
perhaps so if it did), but the extension of the International 
to Ban Antonio would give it a competitor for what is now 
its chief and most profitable traffic, the largest part of the 
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business of Western and Southwestern Texas being now 
concentrated at San Antonio. And the International could 
not expect much traffic from the Pacific road, as it 
would be a very indirect route, even if it had equal 
rights on the extension of the Galveston, Harrisburg 
& San Antonio road beyond San Antonio. The New 
Orleans & Pacific is, we believe, making some progress 
now. It ought to be valuable to New Orleans, but no exist- 
ing railroad (except the Texas & Pacific itself) has any 
special interest in the connection it will make. The 
North Louisiana & Texas has not been able to find 
encouragement for its extension, though the 73 miles of it 
west of Vicksburg (now called Vicksburg, Shreveport & 
Texas) was completed before the war, and it has all North 
Louisiana to itself, there being no other railroad for 100 
miles to the north, and for nearly 200 miles to the south. It 
will complete a connection due east between the Texas & 
Pacific and the railroads east of the Mississippi, and would 
be of - more value to the Vicksburg & Meridian than to any 
other road, The Memphis & International would cross 
southern Arkansas a little south of the Memphis & Little 
Rock and the St. Louis, Iron Mountain & Southern, and 
would serve rather to injure these two roads than to benefit 
any other or any general interest, southern Arkansas being 
apparently the worst country in the United States to support 
arailroad, Those that are in the state now get a very light 
traffic, and to build another for the purpose of taking away 
their through traffic would be cruelty to the investors in 
them. If the Iron Mountain and the Memphis & Little 
Rock cannot be made to unite to make a Memphis-Texarkana 
line otherwise, perhaps the threat of providing for such a 
new road will bring them to it. 

It is not at all likely, however, thai any one expects that 
all these lines will be subsidized; and indeed those best in. 
formed do not believe that any of them will be—not even 
the Texas & Pacific itself. It is now pretty evident that a 
line will be built somewhere, subsidy or no subsidy. The 
strangest part of the whole business is that while aid is 
asked for these lines in comparatively old states, chiefly 
through fertile (at least cultivable) districts with some or 
even considerable population, on the other end the road has 
been built without government aid through hundreds of 
miles of what is probably the most barren country on 
the American continent, a considerable part of which 
(the Colorado Desert) is utterly uninhabitable. And 
when it gets to El Paso, as it seems sure to do within 
a short time, some Texas line will be ready to 
join it. The Texas & Pacific will have a rather unprom- 
ising country to pass over for most of the distance between 
its present terminus and E] Paso; but if it does not build a 
line then probably the Houston & Texas Central will push 
on from Austin, or the Galveston, Harrisburg & San Anto- 
nio from San Antonio, and these roads will have a tolerable 
country for the largest part of the distance. A large part 
of the freight over the Southern Pacific is expected to be ore 
from Arizona, which will probably seek the nearest avail- 
able gulf port—Galveston or New Orleans—and for this the 
Southern roads would serve as well as any; but the mer- 
chandise freight westward and the passenger traffic will 
mostly come from places further north—by far the greater 
part doubtless from places north of the Ohio; and this can- 
not conveniently go so far south, but will prefer the line of 
the Texas & Pacific, and if this is not completed will be 
likely to go by the Atchison, Topeka & Santa Fe, which is 
sure to get a large part of it at any rate if the Southern Pa- 
cific will pro-rate with it. 


The Detroit River Crossing. 





Detroit has been greatly excited by the letting of the con_ 
tract for constructing the tunnel under the Detroit at Grosse 
Isle, opposite Amherstburg, the western terminus of the Can- 
ada Southern, and about 20 miles below Detroit. It looks 
upon this as likely to putit on a side-track, as it were, losing 
the advantage of being on a great through line. A commit- 
tee of citizens appointed to urge upon Congress the granting 
of authority to build a bridge at Detroit, and to have a con_ 
ference with Mr. Vanderbilt with regard to his action incase 
a bridge should be built, has made a report which is not very 
encouraging to Detroit. The committee thought that by 
the next session of Congress authority could be had for a 
bridge; but it could not get any assurance that any consider- 
able traffic could be got to cross the bridge, should it be 
built. Mr. Vanderbilt said positively that the tunnel should 
be built and a branch of the Michigan Central built from Ypsi- 
lanti,or other connection with the main line near there, tothe 
tunnel, over which all the Michigan Central through business 
done in connection with the Canada Southern would pass. 
And as a large traftic will be needed to make the tunnel pay, 
it may be that the Great Western traffic will be compelled 
to go that way also, though Mr. Vanderbilt did not say so. 
This would force the Great Western to build a branch down 
to Amherstburg, and somewhat lengthen its line. The route 
by the Canada Southern will be shortened, as the distance 
from Ypsilanti to Grosse Isle (the tunnel) is somewhat less 
than the distance from Ypsilanti to Detroit, and now the 
Canada Southern has to carry Michigan Central traffic for 
20 miles between Grosse Isle and Detroit. 


Of course the Canada Southern would be foolish to make | 





through which it passes. If there were a bridge at Detroit, 


this traffic would not help it much more than it helps Dear- 
born, the station in the woods ten miles west of Detroit, 
through which also this traflic passes. But it isan advantage 
to be on a great thorough line, and to be the terminus of a 
great road like the Michigan Central. Buta good part of 
these advantages would remain to Detroit with the traffic 
crossing below. It will always have the advantage of 
through rates, and will be the leading terminus of the Michi- 
gan Central, and the only one where there will be any con- 
siderable loading and unloading and storage of freight, and 
transfer of passengers. It is the traffic that stops at 
a place that benefits it, not that which passes 
through it; and as no one imagines that there 
will ever be acity at Grosse Isle—anything more than a 
town of railroad shops—it is not easy to see where Detroit's 
business is going to if it loses it. It will be some disadvan- 
tage to lose round-houses and a part of the population 
of railroad employés, doubtless; and it may be that 
passenger trains will not be so frequent; but it is not easy to 
see why Detroit should not buy as much wheat and wool, 
sell as many goods and manufacture as much with the tunnel 
at Grosse Isle as if it were within its own limits, 

Certainly it has had warning long enough. Its veteran 
railroad man, Mr. James F, Joy, has tried for many years 
to interest its people enough to secure a bridge or tunnel at 
that point. The tunnel which was begun under his auspices 
developed such a condition of ground under the river As to 
make it doubtful whether it could be completed at a reason- 
able cost, and so it was abandoned; ‘and the bridge projects 
meet the opposition, more or less reasonable, of the 
whole lake vessel interest, which is enormous and is too im- 
portant to the country to be lightly disregarded, It must, 
too, secure authority from two nations, which will not be the 
more ready to grant it, doubtless, when they see that it is 
not needed to accommedate a great through traffic in which 
many millions from Boston to San Francisco are interested, 
that being provided for by the Grosse Isle tunnel, but 
chiefly for the benefit of a single city. Of course that single 
city should have due consideration, and if a bridge will 
not obstruct navigation, it should be permitted to have all it 
wants to build. Buta degree of inconvenience to vessels 
which might be neglected if a convenience were to be af- 
forded to the railroad traffic of the Northwest will turn the 
balance much further when set opposite to the convenience 
of Detroit alone. 

Among the other plans of the Detroiters is to induce the 
Wabash to extend its line thither from Toledo, By this the 
Wabash could secure an outlet eastward by the 
Great Western and the (rand Trunk, and not 
be dependent wholly on the two Vanderbilt roads, 
the Lake Shore and the Canada Southern, as it 
now is. But it does not follow that if it should be extended 
its traffic would all cross at Detroit, Indeed, we may pretty 
safely assume that it would not cross at Detroit, but most of 
it goto the Lake Shore and the Canada Southern, as it now 
does. The extension might enable it to get better terms and 
more consideration from the Vanderbilt roads; but the 
Wabash would not be in a hurry to make its line longer and 
more circuitous when nothing was to be gained by it. If 
the Lake Shore and Canada Southern would do as well by 
it as the other two Canadian roads and the Erie, it would 
be likely to let most of its business take its eld course, But 
with the new connections doubtless part of the business 
would go to them, though even the Great Western’s share 
might go by way of the tunnel and not by Detroit. 


Uniform State Reports. 

We give this week a great deal of space to the papers sub- 
mitted by various railroad officers and accountants as to the 
proper form to be adopted for making reports to the several 
state railroad commissioners, and we invite special attention 
tothem and to the subject generally, and its free and full 
discussion, It has become an exceedingly practical ques- 
tion, and it is desirable that free discussion and criticism 
should precede action. There is no doubt that there will be 
action, and that the form accepted at the forthcoming con- 
vention of railroad commissioners, which will probably be 
that recommended by its committee (not yet completed) 
will be required in many if not all of the states in which re- 
ports are required at, all; and now is just the time to make 
suggestions and find fault with other people’s. 


Record of New Railroad Construction. 

This number of the Railroad Gazette contains information 
of the laying of tracks on new railroads as follows; 

Cape Fear & Yadkin Valley.—Extended from Egypt, N. 
C., northwest to Gulf, 4 miles. 

St. Paul & Pacific.—The St. Vincent Branch has been com. 
pleted from Northcote, Minn., to the Red River at St. Vin- 
cent, 114 miles. 

Columbus & Maysville. —Extended this year 51¢ miles, to 
Hillsboro, O. It is of 3 ft. gauge. 

This isa total of 11 miles of new railroad, making 408 
miles reported thus far this year, against 307 miles for the 
same period in 1878, and 341 miles in 1877. 


THE SOUTHWESTERN Wak still rages, and the expedient 


its crossing at Detroit; that would make its route longer to | reported last week for preventing its extension to the roads 


the Michigan Central and much longer to Toledo, whence a 
large share of its traffic comes. 


| east of Chicago—namely, to make the full regular rates to 
| Mississippi River points, and leave the cutting to the lines 


Detroit, however, will not suffer so much as it fears, even | and parts of lines west of the river—was not accepted by the 


if all the traffic, not of the Michigan Central only, but of all 
the roads west of Detroit, should pass through the tunnel. 


| Chicago roads. They insisted that they could not ask more 
| for their share of the through freight than their Chicago 


So far as the through traffic proper is concerned, that is of | Kansas City rate, and their proportion of the Mississippi 


no advantage and of some disadvantage to every large city 


River rate was (on first-class) about 22 cents, while they 
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only asked 10 cents from Chicago to Kansas City. There- | 


upon, it was decided to make the rate from Eastern cities to 
Missouri River points the regular rate to Chicago plus the 
rate from Chicago to those points—that is, on first-class 
freight 85 cents now, while to Mississippi River points 
the rate is 96 cents. And as the maintenance of the 
regular rate to St. Louis would make it impossible 
for the St. Louis roads to get any share of the traffic without 
paying (on first class) 11 cents per 100 Ibs, for the privilege 
of carrying it, the roads east of St. Louis pro rate with those 
west of it in their share of the traffic. This makes the rates 
by both cities absolutely the same, but it lessens the burden 


on the St. Louis roads. They will be able to get something | 


like 15 cents per 100 Ibs, out of the 85-cent rate for 280 
miles haul, while the Chicago roads take 10 cents for 490 
miles. 
points, the Chicago roads would have been on an equal foot- 
ing with the St. Louis roads. It is not an equal footing that 
they (or the St. Louis roads, for that matter) want. They 
want all their Eastern connections to help fight their 
battles, which said Eastern connections are determined 
not to do if they can help it. It does not matter 


much about the traffic to Missouri River points, which | 


from the Eastern cities is not heavy enough to be of 
great importance ; but the danger is of spoiling the 
chief part of the through traffic west of Toledo or even Buf- 
falo. None of the roads is going to be seriously hurt by its 


losses on this through traffic: it is the business that origi- | 


nates at or is consigned to St. Louis and Chicago (not by way 
of those places) that will decide the contest. As it is, we 
have rates on first-class freight from New York to St. Louis 
96 cents; to Kansas City, 280 miles further, 85 cents. How- 
ever much the St, Louis roads may like this, St. Louis is 
not likely to regard it with any favor, The Kansas City 
merchant is not likely to buy in St. Louis when he can 
get the goods to himself from the East cheaper than 
they can be got to St. Louis; but he can buy in Chicago as 
well as ever, his goods paying no more freight if bought 
there than if shipped direct from New York or Baltimore. 
Any considerable duration of this condition of things is not to 
be looked for, Almost inevitably it would result in bringing 
down rates to Mississippi River points to the level at least of 
those to Missouri River points—that is, a reduction of some 
12 per cent. on the St. Louis and considerable other business, 


Sr. Louis West-BouNnD Rates were considered at the 
recent meeting of the Joint Executive Committee and of a 
committee of general freight agents, the latter of which 
voted in favor of changing them so as to make the rates to 
East St. Louis 116 per cent, df the Chicago rates, they being 
at present about 122 per cent. of such rates. There has been 
a great deal of complaint of these rates in St. Louis recently, 
which is not wholly justified. St, Louis has not one-third of 
tiie freight that Chicago has from the East, and, moreover, 
it has not the lake connection which compels the granting of 
rates to Chicago much below what any one would think of 
making them or any one would think of claiming if it was 
an inland city, To a considerable extent Chicago traffic is 
to St. Louis traffic as through is to local traffic, And in this 

“case the rates to St. Louis (and dozens of other places) have 
been kept as low as they are and are hkely to be forced still 
lower by the competition not of the water route, but of the 
railroads with each other. If Chicago has a great advantage 
in rates St. Louis cannot compete successfully with it in the 
territory in which they both buy and sell, and the roads that 
carry to St. Louis and not to Chicago are dissatisfied and 
force a reduction, Rates from the East to St. Louis are and 
long have been based on the Chicago rate per ton per mile, 
but the distance to St. Louis is reckoned not by the shortest 
present route, but by one of the longest, which at the time 
the difference was established was, perhaps, the shortest. 
But to base the St. Louis rate on its shortest route to New 
York would be a discrimination against Chicago, for the 
Chicago rate is based on a railroad distance of 962 miles, 
while the shortest line is but 912 miles. The shortest line to 
St. Louis is 1,065 miles, and to East St. Louis 1,068 miles. 
(The rate is made to East St. Louis because of the “arbi- 
trary” received by St. Louis Bridge —a pretty large fraction of 
the whole). Thus the distance to East St. Louis by the shortest 
route is 116.5 per cent. of the shortest route to Chicago, This 
basis of 116 per cent. of the Chicago rate St. Louis has long 
had on the east-bound freight, which it is most important to 
have carried cheaply, as the freight is a considerable portion 
of its value. The northern lines are inclined to oppose the 
change, while the southern lines, which get a larger propor- 
tion of the St. Louis than of the Chicago business, favor it, 
On the other hand, the same Jines that favor reducing rates 
to St. Louis, or some of them, at this same meeting proposed 
an increase of rates (above the Chicago basis), at some other 
interior points, It seems a great pity that the rate for 
through freight to all competitive points should ever have been 
made on the basis of the rate per mile to the place where 
rates are forced to the lowest point by water carriage that is 
cheaper even than ocean transportation; but having once 
been made so, and having long remained so, it will not be 
necessary to change them. 


THe RECENT CONVICTION OF HARTWELL, the Old Colony 
conductor who caused the Wollaston accident, as guilty of 
manslaughter, is referred to by many newspaper writers as 
the first case of the kind on record in this country. It is not 
the first. Some twelve years agoa passenger train on the 
New Jersey Railroad was thrown from the track in Newark 
by an open switch and one or two persons killed; the switch- 
man whose business it was to close the switch was indicted 
for manslaughter, tried, convicted and sent to states prison 
for several years, 


There was at the time some sympathy expressed for the 
man, and some people thought cr said that he had been 
hardly used. But so much depends upon railroad employés 
and the consequences of their mistakes are so often fatal 
that there can be no question that wiilful neglect of duty and 


| disobedience of rules or orders should be followed 
\up by a sharper punishment than mere dismissal 
lor loss of employment. The company’s power is, of 


} Sea # ‘ A 
| course, limited to discharge or witbholding of wages due, 


|and any further penalty must be enforced by the law. As 
to the degree of guilt there may be some nice legal ques 
| tions, and in Hartwell’s case an appeal has been taken to a 
higher court. [n the New Jersey switchman’s case no ap- 
| peal was taken, and, if we remember right, no question as 
|'to whether the law took cognizance of his offense was raised. 


But by making the rates full to Mississippi River | 


Tue LonGest RAILROAD TRAIN passed over the Lake 
| Shore & Michigan Southern last month from Cleveland to 
| Toledo. It was No. 75, and consisted of 1,620 empty freight 
| cars in 27 sections of 60 cars each, its whole length being a 
| little more than ten miles. 183,000 car-miles 
| run in one day, without earning a cent. 


Here were 


Sontributions. 


The Authorities for the Laws of Friction. 


Box 441, BaLtimore, Md., April 27, 1879. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

When I expressed my opinion distenting from the conclu- 
sions arrived at by Mr. Westinghouse and Captain Galton, 
relating to the effect of velocity on friction, and. submitted 
M. Morin, Professor Bartlett and others as authorities to sus- 
tain my belief, | only followed a custom that has been recog- 
nized for ages by the judiciary and other professions. Your 
correspondents, Messrs. 





| properly, in their reply intimating a contrary belief, have 
|\submitted counter authorities, including Professor R. H. 
| ‘Thurston, of the Stevens Institute of Technology, and ex- 
pressed a wish to have me give ‘‘ what experiments I have 
made to verify the laws of 
Morin, ete.” 


communication give my opinion as to the nature and effect 


and the means used to make them. I can assure you, Mr. 
Editor, that | am not wedded to any theory relating to fric- 
tional law. 
come much interested in the study of friction and the laws 
that govern it.” If Mr. Westinghouse and Captain Galton 
have proven conclusively that the old theory is wrong, they 
will find cumulate them, as all others do 
who develop the latent mysteries of nature. 

Mr. Krajewski has submitted some practical data that have 
interested me very much. I will examine them carefully 
and refer to them hereafter. I allude to the operation of the 
shoe on the rail, 

I will now only add that I am not convinced that M. Mo 
rin was wrong in his conclusions, and give a short history of 
adverse opinions heretofore expressed in connection with 
this problem. 

Evidently frictional resistance was observed, and doubt- 
less experiments were made relating to the nature of friction 
long before those made by Amontons. His experiments are 
inserted in the the Ancient Academy of 
Sciences, 1699. ‘‘ This philosopher knew that friction was 
independent of the extent of surface.” 


honors upon 


Memoirs of 


James Ferguson, an eminent experimental philosopher, 
(born 1710, died 1776) made during his life elaborate experi- 
ments to determine the friction, He ‘found that 
the quantity of friction was always in proportion to weight, 
and not to the quantity of surface, and that it increased 
with an increase of velocity, but was not proportional to the 
augmentation of celerity.” 

**Coulomb, a French mathematician, and regarded as the 
founder of experimental physics in France (born in 1736, 
died 1806), made numerous experiments upon friction, and 
by employing large bodies and ponderous weights, and con- 
ducting his experiments on a large scale, corrected several 
errors Which necessarily arose from the limited experiments 
of previous writers. 


laws of 


He brought to light many new and 
striking phenomena, and confirmed others which were pre- 
viously but partially established.” His conclusions were : 
1. That ‘‘the longer the rubbing surfaces remain in contact 
the greater is their friction;’ 2. ‘‘ Friction is, in general, 
proportional to the force with which the rubbing surfaces 
are pressed together ;” 8. ‘‘ Friction is not generally increased 
by augmenting the rubbing surfaces ;” 4. ‘* Friction is not 
increased by an increase of velocity, at least it is not gener- 








| ally so, and, in some cases, even decreases with an increase 
| of celenity.” Morin followed, and during the years 1831, ’82, 
’83 and 'B4, he perhaps made the most elaborate and practi- 
cal set of experiments, with the most perfect instruments 
that the state of the art afforded. 

I will quote one of them, found in Bartlett’s Philosophy, 
remarking that M. Morin in no case gave his conclusions 
until he had exhausted the experiment, and had proven its 
accuracy by every possible rule, the same as a mathema- 
tician proves a sum in algebra. 

“The variety of the cireumstances under which these laws 
obtain, and the accuracy with which the phenomena ef mo- 
tion accord with them, may be inferred from a single exam- 
= taken from Morin’s experiments upon the friction of sur- 
aces of oak, whose fibres were parallel to the direction of 
motion. The surfaces of contact were made to vary in ex- 


perceptible motion to 9.8 feet a second, causing them to be 
at one time accelerated, at another uniform and at another 
retarded. Yet, throughout all this wide range of variation, 
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in no instance did the ratio of the pressure to the friction 
differ from its mean vaiue of 0.478 by more than 4, of this 
same fraction.” 

I will now quote from an article found in Johnston’s late 
Cyclopwedia, 1877, written by Prof. R. H. Thurston. In this 
valuable book different subjects have been written by the 
ablest authorities, and Professor Thurston wrote the article 
on “ Friction.” He says: 

‘The investigation of the laws of friction and the deter- 
mivation of the co-efficient of friction have employed many 
of the most distinguished philosophers and engineers, The 
earliest extended researches were those of Coulomb, made 
during the latter half of the last century. 

“The investigations of George Rennie, and those of Gen- 
eral Morin, were more extended. The latter, which were 
made under the direction of the French Government, are re- 
garded as most accurate and reliable. With his Nowvelles 
Kaxperiences, they are quoted by all engineering authori- 


| ties. 


| describing its principle of operation, he 


In this same article Professor Thurston gives a cut of his 
own ingenious invention for testing oils, etc., and, after 
submits the follow- 
ing conclusion: 

‘‘ By experiments made as indicated the following law 


| has been proven to exist within certain limits: Frictional 


| 


| or fractured. 


|} cause a 


Kent, Krajewski and Wells, very | 






of friction, with a series of experiments which I have made, | 


| 


lam, with Mr. Wells, ‘‘a student who has be- | 


| 


resistance is simply proportional to the force with which 
the rubbing surfaces are pre-sed together, and is independ- 
ent of the extent of those surfaces, and of the velocity of rub 
bing. The law is departed from whenever the surfaces are 
subjected to such intensity of pressure as to become abraded 
It isalso inaccurate where the surfaces are 
separated by an unguent. Great variations of velocities also 
modification of the law, the friction becoming 
slightly less with high speed.” Signed R. H. Thurston, 

Now, why is Professor Thurston quoted as opposed to the 
Morin philosophy ? He as fully indorses it inthe above arti- 
cle as the most sanguine of Morin’s students do. 


I find the following on page 20 of Bourne’s ‘‘ Catechism of 
the Steam Engine:” 

** Question.— Does friction increase in the same ratio as the 
velocity ¢ : 

** Answer.—No. Friction does not increase with the velocity 
at all, if the friction over a given amount of surface be con 
sidered; but it increases as the velocity, if the comparison be 
made with the time during which the friction acts. Thus 


wT: : | the friction of each stroke of a piston is the same, whether it 
friction as laid down by M. | ; 


This kind invitation, suggested by Messrs, | 
Krajewski and Wells, I will accept, and I will in a future | 


makes twenty strokes in a minute or forty. In the latter 
“ase, however, there are twice the number of strokes made, 
so that though the friction per stroke is the same, the fric- 
tion per minute is doubled. The friction, therefore, of any 
machine per hour varies as the velocity, though the friction 
per revolution remains, at all ordinary velocities, the same. 
Of excessive velocities we have not sufficient experience to 
enable us to state with coxfidence whether the same law 
continues to operate among them,” 

Ina paper of which an abstract has appeared in the 
Comptes Rendus of the French Academy of Science for the 
26th of April, 1858, M. H. Bochet described a series of ex 
periments which have led him to the conclusion that the fric- 
tion between a pair of surfaces of ironis not, as it has hith- 
erto been believed, absolutely independent of the velocity of 
but that it 
increases, according to a 
formula: R 
velocity of 


sliding, diminishes slowly as that velocity 
law expressed by the following 
the pressure ; v the 


second = velocity in 


denotes the friction ; 2 


sliding, m meters per 


feet per second 0.3048 : f, a, y constant ; co-efficient 
R fxyav 
then 9 par a” 


Now, Mr. Editor, I have quoted facts and statements in 
this important matter that are worthy of attention, as they 
will assist in the further discussion of the subject. We here 
have the main features on both sides. I shall not again re- 
peat or quote from others, but will fall at once into the dry 
philosophy of frictional law as I understand it, believing as 
I do that friction per se is independent of velocity regardless 
of sp2ed ; however, you will observe from the above that a 
diversity of opinion existed before, and probably will exist 
hereafter. Wm. LOUGHRIDGE. 





Joint Executive Committee Meeting. 


The Joint Executive Committee of Eastern and Western 
Railroads met at No. 346 Broadway, New York, May 1, 
1879, at noon. There were present: 

John King, Jr., representing Baltimore & Ohio, Marietta 
& Cincinnati, and Ohio & Mississippi. 

G. R. Blanchard, representing New York, Lake 
Western and Atlantic & Great Western. 

. J. Cassatt, representing Pennsylvania Railroad. 

J. N. McCwlough, representing Pennsylvania Company. 

H. B. Hurlbut, representing Indianapolis & St. Louis. 

J. B. Dutcher, representing New York Central & Hudson 
River Railroad, 

J. Tillinghast, representing Canada Southern. 

G. W. Bentley, representing Central Vermont. 

G. B. Spriggs, representing Great Western. 

John Porteous, representing Grand Trunk. Also— 

W.H. Perry, of the Canada Southern; L. Millis, of the 
Central Vermont: R. C. Vilas, of the New York, Lake Erie 
& Western; M. H. Smith, of the Baltimore & Ohio; D. 8. 
Gray, of the Union Line; W. Stewart, of the Pennsylvania 
Company; J. R. T. McKay, H. W. Hibbard, of the Vanda- 
lia Line; Geo. H. Vaillant, of the Lake Shore & Michigan 


rie & 


Southern; J. T. Moore, of the Grand Trunk; Lucien Hills, 
of the Cleveland, Columbus, Cincinnati & Indianapolis; 


also Albert Fink, Chairman, Isaac Markens, 
tary. 

The Chairman read the following resolution of the Joint 
Executive Committee, of April 24, in pursuance of which 
the meeting had convened: . 

‘* Resolved, That the chairman call a meeting of the Joint 


Acting Secre- 





tent from 1 to 84; the forces which pressed them together | 
from 88 to 2,205 pounds, and the velocities from the slowest | was taken. 


| I 


Executive Committee, on Thursday, May 1, to consider the 
whole subject of live-stock traffic, and that he invite to said 
meeting other interested parties.” 

A long discussion followed, which was participated in by 
Messrs. King, Blanchard and Dutcher, and the following 
resolution was then adopted: 

‘* Resolved, That the Trunk Line Committee take up the 
subject of live-stock traffic, asa committee, and report to 
this meeting after consideration of the same.” 

Pending the meeting and report of the committee, a recess 
On re-assembling at 2p. m., Mr. Blanchard re- 
sorted that the committee could not come to any conclusion 
in the absence of certain statistical information to be pro- 
cured by the Baltimore & Ohio road, and requested that the 
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further consideration of the question be postponed until to- 
morrow, which suggestion was acceded to. 

The Chairman stated that at the last meeting ths general 
freight agents of the trunk lines had been requested to meet 
the general freight agents of the Western roads to consider 
the revision of the tariff on east-bound freight, and that a 
meeting had been held last night at the Windsor Hotel, but 
owing to the absence of a representative of the Baltimore & 
Ohio road (who had not received timely notice) no action 
had been taken. 

It was then 

‘* Resolved, That the general freight agents assemble at 
this office on Friday morning, May 3. at 10 o’clock, to fur- 
ther consider the subject of revision of tariff.” 

The Chairman stated that, in accordance with the resolution 
of the Joint Executive Committee of April 23, he had con- 
ferred with the Executive Committee of the Wabash Railway. 
They disclaimed any intention of disturbing the rates east 
of the river, and only asked that their route via St. Louis 
be protected, and put on the same footing with the Chicago 
routes. The only plan that suggested itself whereby this 
result could be attained, was to establish the rates to Missis- 
sippi River, and to consider this the lie east of which the 
rates should be maintained by all parties. In accordance 
with that plan, he had issued a circular calling upon the 
roads to restore rates to Mississippi River points. The Wa- 
bash and all other St. Louis roads had promptly acted upon 
this plan, but the roads west of Chicago refused to do so. 
The latter say that they cannot charge more to Missouri 
River points from Chicago than their local rates. These locals 
added to the Chicago rate from the East make a less total 
to Missouri River points than the present rates to Mississippi 
River, and if the routes south of Chicago were forced b 
maintain the Mississippi River rates, it would exclude them 
altogether from this business. 

The Chairman then read a telegram which he had sent to 
the Commissioner of the roads west of Chicago, and the an- 
swer received, and asked what action the meeting proposed 
to take in the matter. 

A resolution was offered and unanimously adopted, endors- 
ing the action of the Commissioner of the Trunk Lines, and 
requesting the roads west of Chicago to carry out the pro- 
posed plan, and, in case of their decling to do so, authorizing 
the Commissioner “ to take any other needful action to pro- 
tect the interests of the trunk lines and their concurrent con- 
nections.” 

Mr. King offered the following resolution: 

** Resolved, That the west-bound rates to St. Louis be fixed 
upon the basis of 116 per cent. of the rate to Chicago,” 
which was referred to the general freight agents for their 
consideration at meeting the next day. 

The Convention re-assemblei at 1 o0’clock p, m., Friday, 
May 2, 1879. 

The following gentlemen were present in addition to those 
mentioned in yesterday’s proceedings: 

BE. Clark, Jr., R. L. Crawford, of the New York Central. 

E. R. Wadsworth, of the New York, Lake Erie & Western. 

G. C. Cochran, of the Atlantic & Great Western. 

T. Tandy, Detroit, of the Grand Haven & Milwaukee. 

W. Bullard, of the New York, Lake Erie & Western. 

H. ©. Diehl, of the Indianapolis, Bloomington & Western. 

J. L. Gossler, of the Pennsylvania. 

A. C. Rose, of the Baltiniore & Ohio, 

H. J. Hayden, of the Boston & Albany. 

Mr. Blanchard, on behalf of the Trunk Line Committee, 
stated that a conference had been held with Messrs. Adams, 
Wells and Wright, and named the terms and arrange- 
mente proposed by these gentlemen under which they would 
accept the positions as arbitrators tendered them. 

The following companies approved of the proposed terms 
as stated by Mr. Blanchard: 

New York, Lake Erie & Western. 

Atlantic & Great Western. 

Baltimore & Ohio. 

Marietta & Cincinnati. 

Ohio & Mississippi. 

Pennsylvania Railroad. 

Pennsylvania Company. 

Wabash. 

Indianapolis & St. Louis. 

Cleveland, Columbus, Cincinnati & Indianapolis. 

Canada Southern. 

The meeting not having been called for the consideration 
of this matter, and several representatives not being au- 
thorized to act, the following resolution was adopted: 

** Resolved, That the Chairman be authorized to secure 
from the companies not represented at this meeting, or 
whose representatives are not authorized to vote, their ap- 
proval of the action of the Trunk Line Committee, and that 
he report to the Board of Arbitration as speedily as possi- 


ble. 

The following report of the Committee of General Freight 
Agents, on the subjects referred to them Thursday, was then 
read and adopted. 

“To the Chairman of the Joint Executive Committee : 

“The meeting of general freight agents called to consider 
Mr. Garrett’s communication relative to a revision of the 
pore basis of making east-bound rates, adopted the fol- 
owing resolutions, namely: 

‘That it is the sense of this meeting that a change in the 
present basis of making east-bound rates, by which higher 
rates vom certain points can be obtained, is practicable and 
desirable. 

‘That a committee of seven shall be appointed to take into 
consideration this question, and prepare a revised basis, and 
report the same to an adjourned meeting of general freight 
agents to be held in Chicago, on Wednesday. May 14, and 
that the action of the adjourned meeting, called by the fore- 
going resolution, be reported to the Joint Executive Com- 
mitte for ratification or rejection. 

“The suggestion of the Joint Executive Committee that 
west-bound rates to East St. Louis be fixed on the basis of 
116 per cent. of the rate to Chicago was read to the meeting, 
and it was 

* Resolved, That this meeting recommend that the change 
in basis of making rates to East St. Louis be adopted. 

* LO yeas and 5 nays. 

“R. C, Vitas, Chairman.” 

Mr. Bianchard, on the part of the committee, to whom 
was submitted the consblenutian of the live stock traffic, 
stated that a conference had been held between the trunk- | 
line representatives, but in the absence of certain informa- | 
tion, it wae desirable that the further consideration of the | 
subject be postponed, and he offered the following resolu- | 
tion, which was unanimously adopted: 

** Resolved, That the Chairman call a meeting of the Joint 
Executive Committee, on Thursday, May 8, 1879, at eleven | 
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quent to the issue of the President's order of April 11, 1879, | 
without first submitting the same to the Joint Executive | 
Committee, to be approved by the same.” 
Mr. Vilas then submitted the following notice, which he | 
proposed should be transmitted to the general freight agents | 
of the various Western roads, which was agreed to by the 
general freight agents of the trunk lines : 
“Statements having been made to us that east-bound | 
rates are not being maintained from some points in the | 
West, we desire to advise you that no freight will be per- | 
mitted to =e our respective western terminal stations which | 
is way-billed at less than the tariff rates, based upon 20 cents | 
on grain and 25 cents on fourth class, Chicago to New York, | 
and that we will not hereafter pay any proportion of any | 
claims for drawbacks or deviations of any kind. This notice | 
is positive, and applies on all traftic shipped subsequent to | 
the President’s order of April 11 last. 
“RR, C. Vimas, | 
“EK, CLARK, JR., 
“ M. H, Smiru, 
“ 8. B. KInaston, 
** JOHN PoRTEOUS.” 


* On motion, the convention adjourned, to meet at the Ken- 


o’clock a. m. ALBERT Fink, Chairman. 


Sessions for the consideration of professional subjects, and 
one for the transaction of business will be held. 

The details of the programme will be announced as soon 
as determined by the local committee. 

The following is a list of topics to be considered with refer- 
ence to papers published in 
ing year: 

American Engineering at International Evhibitions,— 
CLXXIV. American Engineering as illustrated at the Paris 
Bapenen of 1878. George 8. Morison, Edward P. North 
and John te 

Bridges.—Discussion of Paper CXL. The Determination 
of Stresses in the Eye-Bar Head. De Volson Wood. Vol. 
VII., page 189. 

Discussion of Papers CXLIV and CXLIX, Relative 
Quantities of Material in Bridges of different kinds, of vari- 
ous heights. William H. Searles. Vol. VIL, 192, 

Cements.—Discussion on Cements. Don J. Whittemore, 
Vol. VII, page 274. 

Discussion on Cements and Strength ot Bricks, F, Colling- 
wood. Vol. VIL, page 280. 

Foundations. —OL <XII. The use of Compressed Air in 
Tubular Foundations, and its application at South Street 


Hydraulics.—CLX. On the Cause of the Maximum Velo- 


nard House, Cleveland, O., on Thursday, May 8, at 11 | Bridge, Philadelphia, Pa. D, MeN. Stauffer. 
} 


Isaac MaRKENS, Acting Secretary. 


General Qailroad Mews. 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 

Meetings will be held as follows: 

Canada Southern, annual meeting, in St. Thomas, Ont., 
June 5. Transfer books closed May 5, 

Chicago, Milwaukee & St. Paul, annual meeting, at the 
office in Milwaukee, Wis., June 7, at noon. 
will close May 19. 

Illinois Central, annual meeting, at the oftice in Chicago, 
May 28,at noon. Transfer books will close May 10, 

Central Vermont, annual meeting, at the office in St. Al- 
bans, Vt., May 21, at noon. 

Cheshire, annual meeting, at the office in Keene, N,. H., 
May 14, at 11 a.m. 

Boston & New York Air Line, annual meeting, in Middle- 
town, Conn., June 3. Stockhoiders will vote on the ques- 
tion of ratifying the pooling contract with the New York, 
New Haven & Flartford Company. 





Railroad Conventions, 


Master Mechanics’ Association, annual convention, at the 
Grand Hotel in Cincinnati, May 13. 

The Passenger Conductors’ Life Insurance Association 
will hold its eighth annual convention in Philadelphia, May 

The Master Car-Builders’ Association will hold its annual 
convention at the Grand Pacific Hotel, in Chicago, begin- 
ning on Tuesday, June 10, 

The American Society of Civil Engineers will hold its 
eleventh annual convention in Cleveland, O., beginning 
June 17. 

Dividends, 


Dividends have been declared as follows: 

Pennsylvania, 2 per cent., semi-annual, payable May 29. 

Nashua & Lowell, 8 per cent., semi-annual, payable May 
1 


“Cleveland & Pittsburgh (leased to Pennsylvania Company) 
124 per cent., quarterly, payable June 2, 
Foreclosure Sales. 


The Chigago & Pacific road was sold in Chicago May 1, 
under the decree of foreclosure and sale granted bythe United 


States Circuit Court. Bought for $916,100 by John H. Wrenn, | 


who is said to represent the bondholders, The road is com- 
pleted from Chicago westward to Byron, 88 miles, 
were about $1,360,000 bonds outstanding, gone of which 
had been sold, but all had been pledged as collaterai for 
notes given for iron and construction. 

The Montgomery & Eufauda road was sold under a decree 
of foreclosure granted by the United States Circuit Court, 
in Montgomery, Ala., May 1, and bought for #2,120,000 by 
Mr. W. M. Wadley, Fresident of the Central Railroad of 
Georgia. The road is +O miles long, from Montgomery east 
by south to Eufaula; the bonded debt was $1,280,000, and 
the total amount of bonds and accrued interest about $1,- 
900,000. The road thus sold for more than the bondholders’ 
claims, which is something unusual, 
bondholders had made arrangements to sell the road to the 
Louisville & Nashville, but a suit has been begun to enjoin 
such a transfer. The sale has been confirmed; the Central 
Company will take possession at once. 

The Springfield, Athol d: Northeastern road in Springfield, 
Mass., May 22, under foreclosure of mortgages. There are 
$600,000 bonds outstanding, of which $300,000 are a first 
lien on the older portion of the road, from Athol, Mass., to 
Barrett Junction, 801¢ miles, and 300,000 on the extension 
of 18 miles from Barrett's to Springfield. The road is 481¢ 
miles long in all, from Springfield to Athol. It has never 
earned the interest on its bonds, and can hardly be called a 
valuable property. It was sold at sheriff’s sale, subject to 
the mortgages, about a year ago, and then bought in by Mr. 
Willis Phelps, the builder and chief creditor. The bond 
holders will buy it in at the coming sale, and have already 
secured the necessary authority to form a new company. 
Western Association, General Passenger & Ticket 

Agents. 


The regular monthly meeting was held in Kansas City, 
Mo., April 23. ter the routine business the Chicago 
agreement of April 7 was brought up by a letter from James 
R. Wood, of the Chicago, Burlington & Quincy, but was 
laid on the table without action. 

It was decided to hold the next meeting in Chicago, and 
resolutions were passed requesting members to attend more 
punctually. 





It was resolved that it was not necessary to publish a new 
rate-sheet at the present time. The Association then ad- | 
journed, to meet in Chicago, June 18, 


American Institute of Mining Engineers. 
The next meeting of the Institute will be held in Pitts- 
burgh, beginning Tuesday, May 13, at three o’clock p. m. 
Due notice will be given of the programme of the meeting | 


o'clock a. m., at the Kennard House, Cleveland, O., for the | as arranged by the local committee. 


further consideration of live stock traffic. 


Members and associates are requested to give early notice 


A lengthy discussion was had on the subject of east-bound | to the Secretary of their intention to read papers at the 
rates, and the necessity of their strict maintenance, after | meeting. 


which Mr. Vilas offered the following resolution, which was | 
agreed to by the general freight agents of the trunk lines : 

‘* Resolved, That the general freight agents pl 
selves that they will not pay or pass any voucher which may | 
be presented to them for any portion of any rates on less 
than the basis of 20 cents on grain and 25 cents on fourth 


It is expected that the excursions will be of an attractive 


character, and that there will be a large attendance of 
» them- | ladies. 


American Society of Civil Engineers. 
The Eleventh Annual Convention of the Society will be 


class, Chicago to New York, for any freight shipped subse-! held at Cleveland, beginning Tuesday, June 17, 1879. | 


Transfer books | 


There | 


As already noted, the | 


| city of Water flowing in Open Channels being below the 
| Surface. James B. Francis. 
| CLXI. The Flow of Water in Pipes under Pressure, 
| Charles G. Darrach. 
| _ Discussion on the cause of the maximum velocity of water 
| lowing in open channels being below the surface, and also 
|on the flow of water in pipes under pressure. Theo. G, 
| Ellis, C. E. Emery, Clemens Herschel, De Volson Wood and 
John T. Fanning. Vol. VIL, page 122. 
| CLXVIIL. Distribution of Rain-fail during the great 
| storm of October 8 and 4, 1869. James B, Francis. 
| CLXVIIL. The Gauging of Streams, Clemens Herschel. 
| CLXXV. The flow of Water in Small Channels, after 
Ganguillet and Kutter, with Kutter’s Diagram modified, and 
Graphical Tables with special reference to Sewer Calcula- 
| tions. R. Hering. 
Masonry.—CLXX. 
| Hering. 
| Discussion on brick arches for large sewers. BE. 8, Ches- 
| brough, W. Milnor Roberts, R. Bering and F, Collingwood. 
| Vol. VIL, page 258. 
CLXXIL. Fall of Western Arched Apeeee® to South 
| Street Bridge, Philadelphia, Pa. D. MeN. Stauffer. 
| Discussion on nomenclature of building stones and stone 
|masonry. J. Foster Flagg, J. J. R. Crees, J. P. Davis, F. 
| Collingwood, J. Veazie and E. P. North. Vol. VIL, page 284. 
Metals,—CLXUL Ona newly discovered relation between 
|the Tenacity of Metals and their resistance to Torsion. 
| Robert H, Thurston. 
| CLXIV. Observation on the Stresses developed in Metal- 
lic Bars by Applied Forces, Theodore Cooper. 
| Preservation of Timber.—CLXXVI. The Permanent Way 
| of Railways in Great Britain and Ireland, with special refer- 
ence to the use of Timber, preserved and unpreserved, 
| Compiled from information received from engineers in 
charge of these railways. John Bogart. 
Railroads,—CLLX, Un the Theoretical Resistance of Rail- 
| road Curves. 8. Whinery. 
Discussion on the resistance of railroad curves. O. Chanute, 

Charles E, Emery, E. Yardley, E. P. North, C, L. MeAl- 
| pine, ’. Collingwood and Wm. H, Paine. Vol. VIL., page 97. 
| CLXVL Reminiscences and Experiences of Karly cngi- 
neering Operations on Railroads, with especial reference to 

Steep Inclines. W. Milnor Roberts. 

Discussions on inclined planes for railreads. 

and William H. Paine. Vol. VIL, page 216. 
| Rivers and Harbors,—CLXI1\. The South Pass Jetties, 
| Descriptive and Incidental Notes and Memoranda, E, L, 
| Corthell. 
| Discussions on the South Pass Jetties. Charles W. Howell, 
| BE. L. Corthell, C. Shaler Smith, J. Foster Flagg. Vol. VIL, 
| page 159. 

CLXIX. The Dangers threatening the Navigation of the 
Mississippi River and the Keclamation of its Alluvial Lands, 
B. M. Harrod. 
| Steam Engines.—CLXV. Cushioning the Reciprocating 

Parts of Steam Engines. John W. Hill. 

Discussions on steam engine economy. J. Foster Flagg and 
| E. D. Leavitt, Jr. Vol. VIL, page 194. 
| Submarine Telephony.—CLX XU, Submarine Telephon- 
ing. Charles Ward Raymond. 
Ts addition to the above papers, it is expected that the fol- 
lowing subjects will be presented by papers printed previous 
| to the date of the Convention. or read at its meeting: 
| Engineering Questions involved in the Development of 
Stephen Chester. 
High Explosives. Julius H, 


Brick Arches for Large Sewers, R-: 








O. Chanute 


| Electric Lighting. 

Gelatine Dynamite and 
Striedinger. 

Light-House Construction. J. G. Barnard, 

Memoir upon the Construction of the Minot’s Ledge Light. 
B. 8. Alexander, 

The Construction and Maintenance of Roads, Edward P, 
North. 

The Resistances of Railway Rolling Stock. A. M. Wel- 
lington. 

The Railroad Crossing of the Allegheay Mountain. Mon- 
cure Robinson. 

Notes on Early Railroad Engineerigg. Ashbel Welch. 

Remarks on the Causes of Fall of the Western Arched 
Approach to South Street Bridge, Philadelphia, Pa. J. G. 
Barnard. 

Parabolic Arches in Masonry. W. A. G. Emonts, 

Notes on the Foundations of Piers of the East River 
Bridge. F. Collingwood. 

Experiments with Cements and appliances for testing. 
Alfred Noble. 

Comparison of Standard Measures, English, French and 
United States. Arthur 8. C. Wurtele. 

The Construction of Concrete Blocks at the end of the 
South Pass Jetties. Max E. Schmidt. 

Notes as to Construction and Operation of the Railroad 
over the Raton Mountains, Col., and the construction and 
performance of the Locomotives thereon, James D. Burr. 

Design and Construction Tables for Egg-shaped Sewers, 
Cyrus G. Force, Jr. , 

“Members of the Society are earnestly requested to furnish 
information or memoranda upon any of the subjects referred 
to. They are also invited and expected to take part in the 
discussions either in person or by sending to the Secretary 
notes for presentation. 

Invitation to visit Pittsburgh and the Government Works 
for the improvement of the river at that place (Davis Island 
Dam), has been extended by James H. Harlow, Member of 
the Society. 


ELECTIONS AND APPOINTMENTS. 


Atchison, Topeka & Santa Fe,--The following appoint 
ments and changes have been made, to take effect May | 

Mr. George B. Lake, Division Superintendent tor the Mid 
dle and Western divisions, with head-quarters at Nickerson 
Kan. He will continue to perform the duties of Supermtena 
ent of Track, Bridges and buildings as heretofore, and corm 


nsactions during the preced- . 








, 
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munications will be accordingly c ed to his new head- 
uarters. Mr. D. J. Chase, Pivision Buperintendent for the 
tern Division, with head-quarters at Topeka, Kan. Mr. 
Charles Sooysmith, Assistant Superintendent of Track, 
Bridges and Buildings for the Eastern Division, with head- 
quarters at Topeka, Kan. : 

- The Eastern Division will extend to Nickerson and include 
the Wichita Branch. The Middle Division will commence 
at Nickerson. The latter point will be included in Mr. Lake’s 
jurisdiction. 


Atlantic Branch.—The officers of this new company are: 
A. Hebard, President; J. M. Davis, Vice-President; T. H. 
Whitney, Secretary; Isaac Dickerman, Treasurer, Offices 
at Atla’.tic, Ia. 


Bay View, Little Traverse d& Mackinaw.—The officers of 
this new company are: President, W. E. Parker; Secretary, 
Wm. R. Bowser; Treasurer, James M. Burbeck, Office at 
Little Traverse, Mich. 


Boston, Barre & Gardner.—Mr, Walter M. Anthony has 
been appointed ee | General Ticket Agent, in place of 8. 
W. Manning, resigned. 


Boston & New York Air Line.—Hereafter all freight ac- 
counts will be in charge of Charles Rockwell, General 
Freight Agent New York, New Haven & Hartford, New 
Haven, Conn. All passenger accounts will be in charge of 
C. T. Hempstead, donave Ticket Agent New York, New 
Haven & artford, New York. Remittances should be 
made to W. L. Squire, Treasurer of the same company, at 
New York, and monthly accounts current will be rendered 
by E. C, Robinson, Chief Clerk. 


Catawissa,—At the annual meeting in Philadelphia, May 
5, the following were chosen: President, M. P. Hutchinson; 
Directors, I. V. Williamson, F. K. Shipper, Kkmmor Weaver, 
G. C. Carson, J. C. Harris, John 8. Graham. ‘The road is 
leased to the Philadelphia & Reading. 


Chartiers,—At the annual meeting in [eiedasbie, May 
, the following were chosen; President, woctee . Roberts; 
Directors, Samuel M, Felton, Alexander Biddle, Josiah 
Bacon, Wistar Morris, Strickland Kneass, J. N. DuBarry; 
Secretary and Treasurer, James P, McClure. The road is 
leased to the Pittsburgh, Cincinnati & St, Louis. 


Elmira & Williamsport,—At the annual meeting in Phila- 
delphia, May 5, the following were chosen; President, Wil- 
liam C. Longstreth; Managers, William D. Lewis, Thomas 
Kimber, Thomas Neilson, William Reid Fisher, Lewis P. 
Geiger, Thomas K, Longstreth. The road is leased to the 
Northern Ventral, 


Frederick d& Pennsylvania Line.—Colonel Charles E., 
Trail has been chosen President, in place of John Loats, 


deveased. 


Galveston, Houston & Henderson.—Mr, R. 8, Lord has 
been appointed General Baggage Agent, with office in Gal- 
veston, Texas. 


Greenville & Columbia,—Col. Wm. Butler has been ap 
pointed General Agent at Columbia, 8. C. The office 
of General Freight Agent is abolished. 

Mr. N. 8S. Carpenter is oo Assistant Road-Master, 
with office at Newberry, 8. C. 


Gulf, Colorado & Santa Fe.—The purchasers of this road 
have organized under the same name by electing John Sealy, 
President; R. 8. Willis, Vice-President; C. C, Allen, Secre- 
tary; George Ball, Treasurer. 


Kansas Pacifie-—At the annual meeting in Lawrence, 
Kan., May 1, the following directors were chosen: P. 
Usher, Lawrence, Kas.; D. M. Edgerton, C, 8, Greeley, St. 
Louis; G. M. Dodge, Council Bluffs, Ia.; F. L. Ames, Bos- 
ton; Addison Cammack, Sidney Dillon, Jay Gould, James 
M. Ham, James R, Keene, Russell Sage, New York, The 
board elected Sidney Dillon Prevident; D. M. Edgerton, 
Vice-President; James M. Ham, Treasurer; A. A. Calet. 
Secretary and Assistant Treasurer; J. P. Usher, General 
Solicitor. 


Lafayette, Bloomington & Muncie,—This company, formed 
by the consolidation of the Lafayette, Muncie looming - 
ton and the Lafayette, Bloomington & Mississippi, has ap- 
pointed E, H. Waldron, General Manager. No change in 
subordinate officers will be made at present. 


Lake Shore & Michigan Southern,—At the annual meetin 
in Cleveland, O., May 7, the old board was reélected, as fol- 
lows: Henry B. Payne, Amasa Stone, Cleveland; Albert 
Keep, Chicago; Charles M, Reed, Wm. L. Scott, Erie, Pa. ; 
Rasselas Brown, Warren, Pa.; Samuel F. Barger, John EF, 
Burrill, Francis P, Freeman, Augustus Schell, Wm. H. Van- 
derbilt, Wm. K. Vanderbilt, Cornelius Vanderbilt, New 
York. 


Laurens.—Mr, R. L. MeCaughrin, of Newberry, 8. C., has 
been appointed Receiver. 


Leadville & Twin Lakes,—The irst Board of Directors 
of this new company is as follows: W. A. H. Loveland, J. 
J, Crook, Atterson W. Rucker, Joseph H. Wells, William P. 
Miner. Office at Leadville, Oolevade. 


Little balls & Dakota,—At a meeting held in Sauk Centre, 
Minn,, April 30, the follo: ing officers were chosen for this 
new company: Presid . G Whittemore, Glenwood, 
Minn. ; Vice-President, N. Richardson, Little Falls, Minn.; 
Secretary, E. P. Barnum, Sauk Centre, Minn.; Treasurer, 
H. W. Stone, Morris, Minn.; Chief Engineer, K. J. Kinney, 
Glenwood, Minn. 


Little Rock, rive 8 River & Tewas.—Mr. J. A. Wood- 
son is appointed General Superintendent, in place of W. 8. 
Houdlette, resigned. 


Louisville & Nashville.—Mr, F. H. Britton has been ~ 4 
pointed Train-Master of the South & North Alabama Rail- 
road, Mr. A. B. Elliton succeeds Mr. Britton as Chief Op- 
erator and Train Dispatcher, 


Memphis, Kansas ad} Colorado,—The officers are : Geo, 
Greene, President and General Manager ; C. W. Mead, 
Vice President ; J. T. Messer, Superintendent and Master 
Mechanic ; C. 8. Bennett, General Freight & Ticket Agent ; 
W. C, Bradley, Secretary and Auditor; C. 8. Greene, Gen- 
eral Agent. Offices at Parsons, Kansas. 


Midland, of Canada.—Mr. Arthur White has been ap- 
pointed General Traffic Agent, with office at Port Hope, 
dnt. 


Milwaukee & Northern.—The United States Circuit Court 
has appointed James M. Spencer Receiver, in the foreclosure 
suit brought by Jesse Hoyt, Trustee. 


New England General Ticket & Passenger Agents’ Asso- 
ciation.—At the April meeting in Boston the followin 
officers were chosen : President, D, J. Flanders, Boston 
Maine ; Vice-President, J. M. G 8, Boston & Albany; 
Member of Executive Committee, L. Tuttle, Eastern. 


New York & Brighton Beach.—The officers of this com- 
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are: President, A. A. Marsh; Treasurer, W. P. Shear- 


man; Chief Engineer, George E. Harding. 


Northern Central.—Mr. R. H. Sewell has been appointed 
Superintendent of Motive Power, in place of Godfrey W. 
Rhodes, resigned 


Northern Pacific.—General J, W. Sprague has been re- 


appointed General Superintendent of the Pacific Division, | 


in place of 8. A. Black, resigned. 


Philadelphia, Newtown & New York,—At the annual 
meeting in me May 5, the following were chosen : 
President, H. G. Sickel ; Directors, Alfred Blaker, L. L. 
Bush, Silas Carey, Smith Harper, J. H. Jacobs, John H. 
Krause. 


Pittsburgh Southern.—The purchasers of this road met in 
Pittsburgh, May 5, and organized a new company under the 
same name, electing James H. Hopkins President, with the 
following directors: Robert Arthurs, J. P. Beal, Samuel 
George, J. W. Kountz, J. W. Rollins, Joshua Wright. 


Port Royal & Augusta.—Mr. John B. Kinghorn has been 
appointed Local Treasurer, with office in Augusta, Ga. 


St. Paul & Pacific.—Major John C. Hamilton has been 
appointed Assistant General Freight Agent, with office in 
St. Paul, Minn. He was formerly on the road, but for six 
years past has been Northwestern Agent of the Red Line. 


Selma, Rome & Dalton.—The office of Mr. Ray Knight, 
General Freight and Passenger Agent, has been removec 
from Patona to Selma, Ala. 


Shamokin Valley & Pottsville.—At the annual meeting in 
Philadelphia, May 5, the following were chosen: President, 
Thomas A, Scott; Managers, George B. Roberts, Wistar 
Morris, J. N. DuBarry, Jacob P. Jones, A. J. Cassatt, Ed- 
mund Smith. The road is leased to the Northern Central. 


Sheboygan & Fond du Lac,—Mr, L. A. Emerson has been 
cone Superintendent, in place of George P. Lee, re- 
signed. Mr. J, C. Cooley is appointed Road-Master, in place 
of Philip Plunket, resigned. 


Virginia & Truckee.—Mr. D, A, Bender, General Freigh 
Agent, will hereafter have charge of the Passenger Depart- 
ment also, Office at Carson, Nev. 


Western, of Alabama,.—The office of General Freight and 
Passenger Agent has been discontinued. All communica- 
tions should be addressed to Cecil Gabbett, General Manager, 
at Montgomery, Ala. 


Wheeling Pittsburgh & Baltimore.—At the annual meet- 
ing in Washington, Pa., May 5, the following were chcsen: 
President, J. B. Washington; Directors, W.S. Bissell, J. B. 
Hayes, William Keyser, A. Madison, W. W. Smith, Wm. 
Workman; Secretary, W. W. Smith; Treasurer, W. H. 
Ijams. The road is owned by the Baltimore & Ohio. 


Wilmington & Northern.—At the annual meeting in 
Coatesville, Pa., May 5, the following were chosen ; Presi- 
dent, H. A Dupont; Directors, Charles Baber, Charles O, 
Baird, George Brooke, L. Taylor Dickson, Charles Huston, 
Lewis W. Smith. 


PERSONAL. 

—Robert H, Berdell, at one time President of the Erie for 
several years, has been indicted for. perjury by the Grand 
Jury of Orange County, N. Y. The indictment grows out 
family troubles relating to property. 

—Mr. Francis Skiddy, one of the leading sugar importers 
and dealers of New York, died in that city May 1, aged 69 
years. Mr. Skiddy at one time was largely interested in 
steamboating on the Hudson River; he was oneof the found- 
ers of the Pacific Mail Steamship ¢ vompany, and was a large 
stockholder and for years a director of the Missouré, Kansas 
& Texas, and of the Land Grant Railway & Trust Com- 
pany, which built that road, 


—Mr. W. 8. Houdlette has resigned his position as General 
Superintendent of the Little Rock, Mississippi River & 
Texas road, 

—Mr. Peter Stewart, for six years past Master of Trans- 
portation and Superintendent of Telegraph of the Paducah 

Elizabethtown road, died at the residence of his parents, 
in Algonquin, Ill., May 4. aged 31 years. His death was 
caused by malarial remittent fever. He was born in For- 
tarshire, Scotland, and began work on the North British 
Railway, where he served as Chief Clerk of Telegraph. In 
1869 he came to this country, and, after serving several 
years on the Chicago & Northwestern and the Central of 
Iowa, he went to the Paducah & Elisabethtown in 1873, and 
has since remained there. 

—Mr. Chauncey Morris has resigned his position as Master 
Mechanic of the Eastern Division of the Wabash Railway. 
He resigns on account of ill health, much to the regret of the 
managers of the road. 

—Mr. Kenneth McKenzie, a well-known contractor, died 
at his residence in Ashtabula, O., April 28. He had been 
engaged in many large works and had last a heavy contract 
at Ashtabula Harbor. 

—Mr George P. Lee has resigned his position as Superin- 
tentent of the Sheboygan & Fond du Lac road. 

—Mr. M. T, Bartlett has resigned his position as Acting 
General Freight Agent of the Greenville & Columbia road, 
and the office has been abolished. 


—Mr, Charles H. Ballard, Superintendent of the Adiron- 
dack Railroad, died at his residence in Saratoga, N. Y., 
May 3. 


TRAFFIC AND EARNINGS. 


Grain Movement, 
Baltimore grain receipts for April were as follows: 
1879. 1878 Inc. or Dec. P.c 





‘ . . 
Flour, barrels. . 100,805 116,420 D. 15,615 13.4 
Wheat, bushels. 1,295,919 ~ 749,836 I, ” 46,083 72.8 
Ba ees vsee ... 3,879,396 2,447,926 I. 931.470 38.1 
Other grain.... .... 191,097 126,329 1, 64,768 51.3 
Total grain . 4,866,412 3,324,091 I, 1,542,321 46.4 
Total, flour reduced to nip Tike : 
bushels.............. 5.370.437 3,906,191 I. 1,464,246 37.5 
For the four months ending April 80 the receipts were: 
x 1879. 1878. Increase, P c. 
Flour, barrels........... 447,552 420,553 26,999 6.4 


Grain, bushels... . 17,022,997 12,183,465 4,839,532 39.7 





Total, bushels. ....19,260,757 14,286,230 4,074,527 34.8 
April exports were 32,748 barrels flour and 4,368,191 
bushels grain; stock in elevators April 30 was 444.720 
gr samy wheat and 1,015,175 of corn 
San Francisco receipts for the week ending April 26 were 
neues pos a dem gt ape bushels wheat. 46/405 bushels 
ey and 4,465 bushels other grain; total, reducing flour 
to wheat, 560,982 bushels. ; ard 
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Receipts and shipments of grain of all kinds at the eight 
| leading Northwestern markets, and receipts at the seven 
| Atlantic ports, for the week ending April 26, for the past 
| six years have been as follows: 





-———-Northwestern. — Atlantic. 

Year. Receipts. Shipments. receiry ts. 
RNG oc sp oeccttcscteede Tee 2,532,989 2,225,826 
MPU cdcvccdccvedsecces+) Ment 1,677,116 1,993,833 
eee | 3,707,487 2,962,904 
DEC 5.00 6300 bs Noses 3,002,595 3,982,417 2,858.970 
SR re 3,488,560 3,034,035 3,037,286 
| 1879.. cocccces ByA2O,3e7 3,017,955 4,532,797 


| A few thousands of bushels of grain were shipped by lake 
| in this week this year, but last year 70 per cent. of the entire 
} oor went by lake. 

Of the receipts at Atlantic ports, 40 per cent. arrived at 
New York, 23.6 at Philadelphia, 22.1 at Baltimore, 7.7 at 
Boston, 5.7 at New Orleans, 0.8 at Portland, and 0.1 per 
cent. at Montreal. 


Railroad Earnings. 
Earnings for various periods have been reported as follows: 
Year ending Dec. 31: 
1878. 1877. Inc. or Dee, P.c. 
Chicago, St. Paul & 
Minneapolis... 
Net earnings........ 
Wilmington & North- 
GTM is cb viscsovcvecias 151,596 $135,934 I. $15,662 
Net earnings...... . 3,686 9,220 D. 5,534 
Four months ending April 30 : 
1879. 


$947,000 
387,740 


e= 
=o 


1878. 


No $426,694 
Central Pacific....... 4,757,109 
Chicago & Alton...... 1,317,906 
Chicago, Mil. & St. 

Rae 2,379,000 
803,084 


$553,025 PD, $126,331 22.8 
4,849,363 D, 92,25} 19 
1,204,555 1, 23,351 1.8 


2,820,863 D. 441,863 15.7 
841,486 D. 38, 402 4.6 
St. Louis, Iron Mt. 
& Southern......... 1,339,980 
Three months ending March 31: 
Chicago, Burlington & 


1,344,137 D, 4,157 0.3 


uincy ..-- $3,159,213 $3,126,448 I. $32,765 1,0 

Net earnings ccces agGne, 700 1,374,370 I, 44,330 3.2 
Houston & Texas Cen- 

tral..... ie 715,007 619.613 I, 95,394 15.4 


Net earnings saad 
Monti of March: 
Chicago, Burlington & 


267,689 163,167 I, 104,522 64.0 





oe Siareses seas $1,071,738 $1,169,831 D. $98,097 8.4 
Galveston, Har. ; 
San Antonio 106,619 88,801 I, 17,818 20.1 


Houston & Texas Cen- 
ee er eee 
Month of April; 

Bur., Cedar Rapids & 


212,946 174,528 I. 38,418 22.0 


Northern.. ......... $100,131 $111,276 D. $15,145 13.1 
Central Pacifie........ 1,437,000 1,529,254 D, 92,254 6.0 
Chicago & Alton. 339,117 335.999 I. 3,118 0.9 
Chicago, Mil. & St. ° 

SS. SGt cunensote 678,000 784,506 D. 106,506 13.6 
Mo., Kansas & Texas 189,215 206,704 D. 17,579 8.5 


St. Louis, Iron Mt. 
& Southern........ 
Week ending April 25: 

Great Western ‘ 
Week ending April 25: 

Grand Trunk.... ... 


314,210 283,101 I. 31,109 11.0 


$76,417 $77,415 D. $998 13 


$158,005 $157,072 I. $1,023 0.7 


Coal Movement, 
Coal tonnages for the week ending April 26 are reported 
as follows: 
1878. Increase. P.c. 
Anthracite . 4 317,038 177.8 
Semi-bituminous «egaanes aba 


Bituminous, Pennsylvania 3 2 
Coke, Pennsylvania...... 13,047 xecniacina i Dae. ccteaie 

Anthracite business continues active, but with the lowest 
prices ever known, 

The agreements existing between the Delaware, Lacka- 
wanna & Western, the Delaware & Hudson Canal, J. Lang- 
don & Co, and W. L. Scott & Co., under which the joint 
coal business of these parties in the Western market has been 
known to the trade as the Anthracite Coal Association, was 
terminated May 1, and that association will no longer con- 
tinue. 

It is reported that there is a good deal of ill feeling between 
the companies, and there is no prospect for a new combina- 
tion. 

The O!d Colony Railrcad Company last week contracted 
for its year’s supply of coal, taking Cumberland coal, which 
it is said to get at a very low price. 





Cotton. 

For the week ending May 2, and for the crop year for the 
eight months from Sept. 1 to that date, receipts of cotton 
at the shipping markets are reported as follows by the Com- 
mercial and Financial Chronicle : 

1879. 1878. 1877. 1876. 1875. 
Week... ‘ 22,283 31,196 16,460 26,002 21,891 
Crop year...4,317,007 4,113,803 3,839,630 3,941,356 3,340,970 

The exports for the eight months have been 3,162,791 

bales this year, against 3,036,289 last year. 
Ocean Freights. 

At San Francisco the freight market is more active and 
rates higher, chiefly in consequence of a light supply of dis- 
engaged tonnage in port. Latest quotations for wheat 
freights are 42s. per ton for wooden and 45s. per ton for iron 
vessels to Liverpool or Havre. 

Manitoba Freight Rates. 

A joint freight tariff has been issued by the St. Paul & 
Pacific and Northern Pacific Railroads. Rates from St. Paul, 
Minneapolis and Duluth to Emerson and Winnipeg are uni- 
form, and are as follows: Merchandise—First-class, $1.85; 
second class, $1.60; third class, $1.30; fourth class, $1.05. 
Special rates—No. 1, per 100 pounds, 45 cents; No. 2, per 
barrel, 90 cents; No. 3, per barrel, $1.45; No. 4, per car, 
$90; No. 5, live stock, per car, $120; No. 6, per car, $160; 
No, 7, per 100 pounds, 50 cents.— Winnipeg Free Press. 

This distance from St. Paul to Northcote or Emerson, the 
border station, is 417 miles, and to Winnipeg 480 miles. 
The lowest rate on this tariff to Winnipeg is 1.875 cents per 
ton per mile. 

New York Milk Freights, 

The roads carrying milk to New York—the New York, 
Lake Erie & Western, the New Jersey Midland, the New 
York Central & Hudson River and its leased New York & 
| Harlem line—made on May 1 a reduction in freight charges 

from 55 to 40 cents percan. The rate is uniform for all 
| distances, and, as the cans usually hold 40 quarts, the new 
| rate is 1 cent per quart, against 1%< cents under the old tariff. 
| It is thought that the profit from the reduction will go chiefly 
| to the large milk dealers, as the price paid to the farmers 
| has not been raised, nor have retail prices in the city been 
reduced. 





West-Bound Rates to Missouri River Points. 

The following circular (No. 157) has been issued by the 
Trunk Line Commissioner, in accordance with the action of 
the Joint Executive Committee, May 1: 
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‘The roads west of Chicago have refused to maintain rates 
to Mississippi River points (on the established tariff and pro- 
rating basis) on all freight for points west of the Mississippi 
River, and insist upon receiving only their local rates from 
Chicago. The rates to Missouri River points, and on all 
freight passing through Kansas City, venworth, St. 
Joseph and Atchison to the West, will hereafter be made by 
adding the local rates, Chicago to uri River, to the local 


rates from the Eastern cities to Chicago; thus the a 
rates from New York city to Missouri River are as follows, 


viz. : 
Ist class, 2d class, 3d class. 4th class. 


New York city to Chicago... 75 cts. 60cts. S0cts. 40 cts. 
Chicage to Missouri River 
NO Ss 8 Vebcdesncrioes »” * 10 ** ey * 5 
Total rates to Missouri 
River points.......... 85 cts. TWOcts. Sicts. 45 cts. 


‘The usual differences being observed from other cities. 
If any changes in local rates from Chicago west are made, 
notice will be given through this office. 

“The rates above-named will be pro-rated from Eastern 
cities to Missouri River via all routes south of Chicago, and 
local rates will be charged as far as Chicago, via the Chicago 
routes in compliance with the position assumed by the roads 
west of Chicago. 

‘** The above rates will take effect on the 5th of May. Cir- 
cular No. 151 is hereby canceled. Bills of lading via Chi- 
cago routes to be given only to Chicago. 

‘* ALBERT FINK, Commissioner.” 


Iowa Local Freight Rates, 


The new local freight rates, as arranged under direction of 
the Railroad Commissioners, do not give unmixed satistac- 
tion, and there is much complaint, especially in the Mississ- 
ippi River towns. The Davenport Gazette says: 

‘*Under the new freight tariff adopted by the Chicago, 
Rock Island & Pacific the rates on coal and lime from Da- 
venport to Atlantic, and other stations west of Des Moines, 
are $10 to $17 per car more than they were under the tariff 
preceding the present one. A firm loaded a car of lime 
for Atlantic, Thursday, but when they found what the rate 
would be they were appalled at the figures—and the car was 
unloaded because it couldn’t be shipped at the figures with- 
out loss to the consignors. The new tariff is damaging, to a 
fearful extent, to nearly every business interest in Daven- 
port—and the merchants and manufacturers are realizing 
the fact. For this state of things the railroad companies (for 
the rates are the same on the four trunk-line roads) are not 
to blame, for they framed a tariff to suit the views of our 
State Railroad Commissioners. If adhered to in Keokuk, 
Burlington, Clinton and Dubuque as closely as the Chicago, 
Rock Island & Pacific folks are adhering to it here, the mer- 
chants and manufacturers in those cities may as well sell 
out, so far as Lowa trade is concerned, move to Chicago and 
have done with these discriminating tariffs. Our merchants 
can get excellent rates to Kansas, Nebraska or Missouri, but 
are left to be plucked by Chicago’s rates to lowa cities and 
towns. This is what the Railroad Commissioners’ tariff is 
doing for us.” 


RAILROAD LAW. 


Regulation of Rates in Texas. 





Article 4,257 of the revised civil statutes as passed by the 
Texas Legislature is as follows: 

Railroad companies may charge and receive not exceeding 
the rate of 50 cents per 100 lbs. per 100 miles for the trans- 
portation of freight over their roads, but the char, for 
transportation on each class or kind of freight shall be uni- 
form, and no unjust discrimination in the rates or charges for 
the transportation of any freight shall be made against any 
person or place on any railroad in this state; and it shall be 
prima facie evidence of an unjust discrimination for any rail- 
road company to demand or receive from any person, firm or 
company a greater compensation than from another for the 
transportation in this state of any freight of the same kind 
or class, in equal or greater quantities, for the same ora 
less distance, which prima facie evidence may be rebutted 
by competent testimony on the part of such company, show- 
ing that the discrimination, if any, was not an wast one, 
and the question upon issue as to whether any alle; dis- 
crimination is unjust or not, shall be a question of fact, to 
be tried and determined as any other issue of fact in a case; 
provided, that when the distance from the place of ship- 
ment to the point of destination of any freight is 50 miles 
or less, a charge not exceeding 30 cents per 100 lbs. may be 
made for the transportation thereof. 


Liability for Baggage after Arrival. 


In Matteson against the New York Central & Hudson 
River, plaintiff left her baggage in charge of a station bag- 
gage-master, giving him the checks on his representation 
that it would be safe. On trial it was proved that the bag- 
rage had been delivered to a stranger on his representation. 

{eld by the New York Court of Appeals: A proper case for 
the jury to determine whether there was aduleeer to plain- 
tiff on ber arrival. The burden of showing delivery was on 
defendant. Mere carriage to destination is not enough to 
discharge the carrier; he must show delivery. If baggage 
is not called for, he cannot leave it uncared for, but continues 
liable as carrier for a reasonable time, to enable the owner to 
claim it, and after that as warehouseman. If the baggage 
=e in defendant’s custody at the time of its misdelivery, it 
is liable. 


THE SCRAP HEAP. 


Railroad Equipment Notes. 


The Rogers Locomotive Works, at Paterson, N. J., are re- 
building the shop lately burned down. They have several 
orders on hand, and are also rebuilding a number of mogul 
freight engines which were in use some time on the Indian- 
apolis, Bloomington & Western road, and were recovered 
by the works after a long law-suit. 

The Danforth Locomotive Works, at Paterson, N. J., have 
orders on hand for 10 engines for the Metropolitan Elevated 
road; a number of Mogul freight engines for the Hannibal 
& St. Joseph, some of which have already been delivered; 
several passenger engines for the Brooklyn, Flatbush & 
Coney Island, and small orders from other roads, 

The Grant Locomotive Works, at Paterson, N. J., are 
building 10 more consolidation engines for the Erie. They 
recently shipped an engine for the San Francisco & North 
Pacific road, and have several small orders on hand. 

H. K. Porter & Co., builders of light locomotives, at Pitts- 
burgh, are running full time and have orders ahead for some 
time, both for standard and narrow-gauge locomotives. 

The Louisville Car-Wheel & Railway Supply Co. is turn- 
ing out 75 wheels a day from its foi > 

Gardner & Co., of Carlisle, Pa., are making a lot of freight 
cars for a Minnesota road. 

The Schenectady (N. Y.) Locomotive Works are building 
10 engines for the Canada Southern road. 

The Harlan & Hollingsworth Co., at Wilmington, Del., 
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| is building 20 emp te og parlor cars for the Woodruff 
ee ar & Parlor Coac . They are to run on the New 
| York & Manhattan Reach road this summer. The company 
| recently launched a large ferry boat, which is to go to New 
| York, and is building another. 


| Theshopsof the New Haven Car Domenny, at New Haven, | 


| Conn., are offered for sale, includin the realestate an 

a oy, 9 and all the machinery and tools. . 

| . The Chicago & Alton shops at Bloomington, Ill., have 

nearly finished three Horton reclining-chair cars, which are 
very handsomely finished and fitted up. 

last week 


e Jackson & Sitarp Co., Wilmington, Del. 
| ship > cates thes Chicago, Mil- 


two first-class 
| waukee & St. Paul, and two for the Canadian Pacific, Win- 
| nipeg branch. Work is in preeres on a large order for 60 
| — er cars for the Long Island road, six of which were de- 
ivered last week. A lot of 15 box cars will be shipped to 
Brazil this week. 





Iron and Manufacturing Notes. 
| Ormsby Furnace, near Sharpsville, Pa., is being repaired 
| and will soon be put into blast. 
Mackintosh, Hemphill & Co., at Pittsburgh, are building 
three blowing engines for the new blast furnaces of the 
| Edgar Thomson Steel Co, 
e new lap-welded pipe mill of A, N. Byers & Co,, Pitts- 
burgh, is nearly finished and the machinery is being put in. 
The Allentown (Pa.) Rolling Mill started up its rail mill 
this week. All departments of the company’s works are now 
running full time. 
The machine Tool Works of Ferris & Miles, at Twenty- 
fourth and Wood streets, Philadelphia, which have been 
yurchased by Mr. James Dougherty (formerly of Bement & 
ongherty) continue their usual manufactures of steam- 
hammers and machine tools under the direction of Mr. 
Frederick B. Miles (of the late firm, Ferris & Miles) as En- 
gineer and General Manager for the proprietor. They are 
at present busily eng in executing orders for several 
prominent firms and railroads, both at home and abroad. 
Among the railroads are the New York Elevated, the Ohio 
& Mississippi, the St. Louis, Iron Mountain & Southern and 
others. 


Bridge Notes. 

In 1874, the iron railroad bridge over the river near Wa- 
terbury fell through while undergoing a test after its com- 
pletion, and the Central Vermont Railroad Company sued 
the contractors for damages resulting therefrom. he Su- 
perior Court at Boston, the 24th, gave judgment in favor of 
the railroad for $25,000 and costs.—St. Albans (Vt.) Mes- 
senger, May 1. 

the bridge works of T, B. White & Son are being moved 
from New Brighton to Beaver Falls, Pa., where new shops 
have been built. 

The Danforth Locomotive Works, in Patterson, N. J., 
which have done a good deal of bridge work in late years, 
have just completed an iron light-house for the government. 
It is to be erected on a point on the Florida coast. 

The Supervisors of Muscatine County, Iowa, will receive 
until June 4 at the County Auditor’s office in Muscatine 
(where plans and specifications can be seen), sealed proposals 
for an iron highway bridge of four spans, 140 ft. each, over 
Cedar River at Lord’s Ferry. Roadway to be 16 ft. clear 
width. 

W. B. Larkworthy, of Quincy, Ill., is building three long- 
span Howe-truss bridges for the Quincy, Missouri & Pacific 
road, The iron is furnished by Smith, Hayner & Co. 


Continuous Brakes on Freight Trains. 


The Denver, South Park & Pacific Railroad is using a 
vacuum brake on its freight trains. We believe that the 
Central Pacific has a considerable number of its freight cars 
equipped with air-brakes, for its heavy grades in the Sierras. 
The Denver & Rio Grande has tried the Westinghouse 
brake on a freight train, but we are not aware whether it 
has been used otherwise there than for the purposes of the 
trial. 


Fast Time ona Gravel Car. 


On Tuesday forenoon Mr. Moran, the boss of the gravel 
train on the Bellaire & Southwestern Railroad, when out 
near the summit near Dunfee’s, wanted to move the rear 
car, which was about half loaded with gravel, a little way. 
He thought he would cut it loose and shove it back by hand, 
and thus save the engineer trouble. The coupling pin was 
taken out and the car was putin motion. When it reached 
the place where Moran wanted the gravel thrown off he 
ordered it stopped; the man on the car gave the brake a 
terrible wrench, breaking it. The car continued to move at 
an increasing rate of speed, and Moran’s frantic yells to stop 
it did not in the least diminish its increasing speed. The road 
falls rapidly from that point toward the river, and the car 
was soon rushing down the grade at a tremendous rate. Three 
of the men jumped off ; one of them sprained his knee badly, 
another’s face was considerably bruised, and the third bit 
| his tongue nearly off when he struck the ground ; the other 


| men stuck tothe car, thinking it safer than jumping, and a 





merry ride they had for a short distance of about eight 
| miles, as the car did not stop until it reached the rising grade 
|at Futhey’s. The car wasin no way injured, thou th its 
| staying on the track while going with such frighful velocity 

is considered remarkable. For a time it seemed to travel at 
| the rate of a mile or more a minute, and it makes one shudder 
| to think of the results had it happened to meet the passenger 
| train going west while it was rushing down the grade,— Bel- 
| laire (O.) ndependent, 


| Iron Refrigerator Cars. 

There have recently been forwarded to the south, via the 
| New York & New England road, six Tiffany refrigerator 
| cars which have been constructing for the Atlantic Coast 
| Line, by the National Tube Works Co. of this city. These 
| cars were built here, and have all been devoted to the busi- 
| ness of strawberry transportation from Charleston, 8. C. 


| The berries go to Portsmouth, Va., and are thence trans- | 


| ferred to the steamers for the New York and Boston markets, 
| one party alone contracting to forward 50,000 quarts « week. 
» le The total weight of the particular car referred 


‘ . Of 1. I E 
to above was 58,000 Bia,, while alonguite of. % Seve hap- | Green anc Wm. Bird, Trustees, to foreclose the first mort- 


pened to be a Pennsylvania refrigerator car which was 
marked as weighing 29,000 lbs. The expectation is that 


hereafter the company will be able to build similar cars hav- | 
| ing a total weight of only about 21,000 Ibs, These new cars | 


on the Atlantic Coast Line have already attracted much at- 

| tention, and received the compliments of railroad men who 

have seen them, as well as given great satisfaction to ship- 

— Four similar cars, also of the Tiffany pattern, are 

ing built here by the National Tube Works Company for 

the Canada Southern Line, and are to be used in conveying 
fresh beef from the West to Boston. 

A visit to the factory this week gave an opportunity to 
examine these novel cars in different stages of progress, and 
a description of one will answer for all. There are four 
iron sills to a car, each sill being constructed of three two- 
inch iron tubes or pipes, and the four sills are bolted together 
with steel rods running across the car every 16 or 18 inches. 
The sides and top of the frame are of steel rods running 
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This substantially forms the frame-work or skeleton of the 
car. The Tiffany system of refrigeration includes wooden 
sheathing within and without, and the principle consists of 
three dead air-spaces between and throughout. These air- 
spaces have an additional protection by being paper lined. 

he doors are double, and have india-rubber to 
make every-thing air-tight. The ice chamber is on top, the 
car being nearly two feet higher than an ordinary freight 
car. The external appearance of these cars is not unlike 
other refrigerator cars, except that the iron sills referred to 
are not sheathed in with wood.—Boston Journal of Com- 
merce, 


Fast Freight. 


The fastest eg time on record between New York and 
Chicage was made last week by a special train over the 
Pennsylvania and Fort Wayne roads. It was run under 
contract with the tobacco manufacturing firm of Lorillard 
Brothers, who desired to take advantage of the reduction of 
tax on May 1 and to reach the Chicago market ahead of all 
their Eastern competitors, The stamps could not be obtained 
legally before May 1 ; they had then to be procured from the 
Collector’s office, which was kept open till after midnight for 
the purpose, re on the packages and canceled before the 
tobacco could be taken from the factory. The train con- 
sisted of four cars, loaded with 100,000 Ibs. of tobacco, 
and left Jersey City at 7:50 a. m. of May 1, reaching Chica; 
at 7:45 on the following morning, having made the run in 
23 hours and 55 minutes, an average of 88.09 miles an hour, 
with one or two extra stops for hot boxes, 


OLD AND NEW ROADS. 


Alexandria & Fredericksburg.—The Virginia Court 
of Appeals has affirmed the decision of the Alexandria Cir- 
cuit Court in the suit of Graham against this company. The 
court decided that the section of the road between Alexan- 
dria and the Long Bridge at Washington is not embraced in 
the mortgage of the said company, and hence is liable for the 

mayment of some $25,000 of judgments obtained by Messrs, 

arye & Fitzhugh for C, M. Braxton, as contractor, and 
the parties who worked with him. It was decided that at 
the date of the mortgage the company’s charter did not 
authorize it to acquire the said road from Alexandria to the 
Long Bridge ; hence it was not intended to be embraced in 
the * after-acquired property” mentioned in said mort, » 
the expression “ after-acquired property” referring only to 
such property as the company had the power to acquire at 
the date of the mortgage. This makes the judgments above 
mentioned good, being the first lien on this section of road, 


Atlantic Branch,—This company has been organized 
to build a road from Atlantic, la., northwest down the Nish- 
nabotna Valley, to connect with the new Omaha Extension 
of the St. Louis, Kansas City & Northern. 


Atlantic & Great Western,.—A cable dispatch from 
London, May 8, nyse “The promoters of the project to op- 
pose the leasing of the Atlantic & Great Western Railway by 
the Erie Railway Company announce that so many ad- 
hesions have been received that Sir Henry Tyler, Sir Charles 
Young, and Capt. Douglas Galton have already consented 
to act on the committee to carry out the scheme, relying on 
the requisite majority being secured,” 

On May 6 the temporary injunction paged the proposed 
Erie lease was vacated, and hearing of the motion for a per- 
manent injunction was postponed to May 8, 

The Reconstruction Trustees have published a statement in 
London, saying that an overwhelming majority of the first, 
second and third-mortgage bonds have been deposited with 
them in favor of the scheme of 1875. 


Atlantic, Mississippi & Ohio.—Hearing on the final 
decree of foreclosure and sale was begun before the United 
States Circuit Court at Norfolk, Va., May 7. A number of 
counsel are to be heard on each side, and the hearing will 
probably occupy several days. 


Bay View, Little Traverse & Mackinaw,.—This is 
the name of the com many organized to build a railroad from 
Little Traverse, Mich., to connect with the Grand Rapids & 
Indiana at Bay View. The distance is above five miles, and 
the capital stock is $50,000, 

Vig 
i. 


Boston & Albany.—This company has put all its 
senger train-men in uniform, The suits are of dark 
with appropriate distinctions between the various grades, 
Boston, Revere Beach & Lynn.—This oe has 
completed and opened a new passenger station at the Lynn 


terminus, which is very convenient and handsomely filted 
up. 





Champaign, Havana & Western.—A meeting was 
held in Champaign, Ill., April 80, to complete the organiza- 
tion of this company, formed by the bondholders who 
bought the Western Extension of the Indianapolis, Bloom- 
ington & Western, 

n addition to the proceedings cae to the organization, 
anumber of interested parties were at the aa present 
to the stockholders the advantages to be secured by extend- 
ing their road from Havana westward to Keokuk, Ia., some 
90 miles, according to the original design. 


Chesapeake, Ohio & Cincinnati,—It is said that a 
company by this name is about to begin work on a line from 
Cincinnati to connect with the Chesapeake & Ohio at Hunt- 
| ington, W. Va. 
| Chicago Elevated.—This company has filed articles of 
| incorporation in Illinois to build an elevated railroad from 
| some point in the city of Chicago to the village of North 
| Evanston, with lateral branches. Capital stock to be 
| $4,000,000, The corporators are Henry H. Brown, Wm.-N. 
| Harris, Warren T. Hecox, W. E. McHenry, Samuel B, Mun- 
| son and Abraham T. Titsworth. 


| Chicago & lowa.—In Chicago, April 29, the United 





| States Circuit Court authorized the Receiver to buy 50 box 
| cars for the road, It was stated that they could be bought 


for 83390 each. 


Chicago, Saginaw & Canada.—The suit of Ashbel 
gage on this road, has been referred by the United States 
Circuit Court to Masters, who are now taking testimony, and 
will report to the Court. There were 85,500,000 bonds 
issued, and it is claimed that for a large part of them only a 
nominal consideration was received. 


Columbus & Maysville.—Chief Engineer F, J. Picard 
informs us that track is laid on this road from Sardinia, O., 
on the Cincinnati & Eastern, northward to a junction with 
the Marietta & Cincinnati one mile west of Hillsboro, a dis 
tance of 17!4 miles. Of this, 12 miles were finished in 1878, 
and the remaining 514 miles in January last. The road isof 
3-ft. gauge. 


Concord .—It is said that the suit of John H. Pearson 
against this company cannot be brought to trial for the 
reason that there is no court to try it. Of the seven judges 
of the New Hampshire Supreme Court three are officers of 


crossways and longitudinally and firmly bound together. | the company or its controlled lines, and a fourth is tuterested 
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in the company’s stock. These four will therefore be dis- 
qualified from‘sitting in the case, and the three remaining 
ndges do not form a quorum of the bench. 


Delaware, Lackawanna & Western.—For many 

ears the Morris & Essex Division has used the ferries of the 

oboken Land & Improvement Company between its Ho- 
boken terminus and New Yerk. Notice, it is stated, has 
been lately given of the termination of the ferry contract, 
and the company is making arrangements to establish fer- 
ries of its own, 


Delphos, Bluffton & Frankfort.—The stockholders 
have voted to ratify the agreement of consolidation with the 
Toledo & Maumee, the Toledo, Delphos & Indianapolis and 
the Delphos & Kokomo companies. All are unfinished or 
partly finished narrow-gauge lines. 


Detroit River Crossing.—The Canadian Parliament 
has passed the bill extending and amending the charter of 
Detroit & Canada Bridge Company. One amendment allows 
the company to substitute a tunnel for a bridge if found 
preferable. 


Eau Claire.—This company is organized to build a line 
or lines to connect the various lumber mills in and near Eau 
Claire, Wis., with the Chicago, St. Paul & Minnea 
te company is composed of parties connect 
mills, 


lis road, 
with the 


Evansville Local Railroad.—A company by this name 
has been organized at Evansville, Ind., for the purpose of 
building several short lines out of the city, in order to retain 
and secure the trade of the neighboring country. 


Freehold & Jamesburg.—lIt is said that a branch is to 
be built from Squan, N, J., southward along the shore to 
Poivt Pleasant and thence to the head of Barnegat Bay, a 
distance of about seven miles. From the terminus steam- 
boats can be run to Toms River and other points on the bay. 


George's Creek & Cumberland,—It is stated that 
$81,000 of the bonds of this company have been taken by 
parties connected with the Maryland Coal Company, and 
that there is now on hand money enough to go on steadily 
with the work, 


Grand Trunk.—This company gives notice that it will 
receive the usual annual pro l for furnishing the stores 
required for the year beginning July 1, at the office of the 
General Manager in Montreal, until May #1. Forms of 
tender and list of stores can be had on application to the 
General Storekeeper in Montreal. 

On the morning of the 5th, as a car containing 80 parcels, 
weighing about 8,000 pounds, marked “rough blasting 
powder,” and sup to contain dynamite or some other 
preparation of nitro-glycerine, was being switched in the 
gene at Stratford, Ont., the powder exploded with terrible 

oree. The car itself totally disappeared, and a large hole 
in the ground was left where the explosion took pace. Of 
some 50 loaded cars in the yard nearly all were destroyed, 
and their contents scattered in every direction, but strange 
to say an empty car standing close o Aoag one carrying the 
dynamite was hardly scratched. e brick freight-house 
was nearly demolished, and several small buildings thrown 
over or broken to pieces, The yard was covered with a mass 
of splinters and iron, and fragments were carried to a great 
distance, an iron bolt breaking a window nearly half a mile 
away. Rails and car-axles were bent and twisted into every 
possible shape. The shock was felt for a long distance, and 
many windows in the town were broken. The explosion 
caused a considerable loss of life among the yard-men, 
four being killed or fatally hurt, and - 2 or eight more 
badly injured. It is supposed that some of the pack- 
ages were jarred down by the motion of the car 
and fell on the floor, the concussion causing the explosion. 
There had been some other freight in the car, which was un- 
loaded a “’ minutes before, leaving nothing but the dyn- 
amite in it. 


Greenville & Columbia.—Gen. Conner, the Receiver 
of this road, is making some needed improvements. Several 
of the bridges and trestles have been rebuilt and new rails 
laid to replace those badly worn. Some new equipment is 
also to be bought. 


Gulf, Colorado & Santa Fe.—The syndicate of Gal- 
veston capitalists which bought this road at the recent sale, 
have organized under the same name and profess their inten- 
tion of going on with the work as fast as possible. 


Holly Springs, Brownsville & Ohio.—It is reported 
that this company is negotiating with the Louisville &.Nash- 
ville for aid to complete its to Friendship, in Crockett 
County, Tenn., some 80 miles, The road is all graded and 
10 miles of the track laid, 


Houston, Kast & West Texas.—President Bremond 
states that contracts are now let for the completion of this 
road to Moscow, in Polk County, Tex., 87 miles from Hous- 
ton, and that others will soon be let, which will take it to 
Nacogdoches. Beyond that point thecompany will not build 
unless some inducements in the way of local aid are offered. 


Junction & Break water.—The Rehoboth Branch is to 
be extended from its present terminus on the grounds of the 
Rehoboth Beach Camp Meeting Association to Rehoboth 
City, Del., to reach the hotels there. The extension will be 
—e miles, and will be built in time for the summer 

ravel, 


Kankakee & Western,—This company is organized to 
build a railroad from Chatsworth, ILl., west by south to 
Minonk on the North Division of the Tiinois Central, a dis- 
tance of about 45 miles. The road would be an extension of 
the [linois Central’s Kankakee & Southwestern line, and 
several of the corporators are connected with the Central. 


La Fayette, Muncie & Bloomington and La 
Fayette, Bloomington & Mississippi Consolidation, 
~The following circular is dated May 1, and signed by 
George H. Chapman, Receiver of the La Fayette, Muncie 
& Bloomington, and C, R, Cummings, President of the La 
Fayette, Bloomington & Mississippi : 

“The La Fayette, Muncie & Bloomington Railroad, and 
all real and personal property appertaining thereto, is de- 
livered and surrendered to the La Fayette, Bloomington & 
Muncie Railway Company. 

‘The La Fayette, Bloomington & Muncie Railway Com- 
pany, as successors to the rights of the La Fayette, Muncie 
& Bloomington Railroad Company, and of the La Fayette, 
Bloomington & Mississippi Ratlroad Company, has this day 
taken possession of the line of rail extending from 
Muncie, Ind., to Bloomington, Il., and the property apper- 
taining thereto. All accounts will be kept in the name of the 
said La Fayette, Bloomington & Muncie Railway Company, 
beginning with this day.” 

_ The following additional circular is also dated May 1, and 
signed by E. H. Waldron, General Manager of the Consoli- 
dated road : 

* The La Fayette, Muncie & Bloomington and - 
ette, Bloomington & Mississippi Railrowls. a thts doy 
been consolidated, will hereafter be operated as the La Fay- 
ette, Bloomington & Muncie Railway pany. 


** Accounts of the La Fayette, Muncie & Bloomington and 
La Fayette, Bloomington & Mississippi Railroads will close 
with the month of April, and balances on account of those 
roads should be remitted as heretofore. Remittances on ac- 
count of the new company wil) hereafter be made to A. D. 
Thomas, Cashier, La Fayette, Ind. 

“ The cars of this company are marked L., M. & B., and 
Laf’t., Bloom. & Miss. hose leased being marked U. S. R. 
8. Co., the mileage accounts of which should be kept sepa- 
rate, and all reported to A. J. Castater, La Fayette, Ind., as 
heretofore.” 

The line owned by the consolidated company extends from 
Muncie, Ind., westward to Bloomington, Ifl., 200 miles. 
Both roads have been sold under foreclosure and are free 
from bonded debt. 


Laurens.—The South Carolina Courts have appointed a 
receiver for this road, which is chiefly owned by the South 
Carolina Railroad Company. Eefore the war it was in op- 
eration from Newberry, 8S. C., on the Greenville & Colum- 
bia road to Laurensville, 31 miles; during the war the rails 
were taken up, but it has since been rebuilt. 


Little Falls & Dakota.—Ata recent meeting of the 
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| 
| been organized to build a road from Omaha, Neb., or from 
some convenient point on the Union Pacific, northwest to 
Niobrara City on the Missouri at the mouth of the Niobrara. 
It is proposed to use the Elkhorn Valley line of the Sioux 
City & Pacific as part of the new road, in which case there 
would be about 90 miles to build. Several of the corpora- 
tors are officers of the Union Pacific. 
Pacific Railroads and the Government.—A dis- 
atch from Washington, May 5, says: ‘‘The United States 
Supreme Court to-day rendered an important decision in 
| reference to the Pacific Railroads, the direct issue presented 
being the constitutionality of what is known asthe Thurman 
sinking-fund act, which was passed May 7, 1878. The 
Thurman act provides that the whole amount of compensa- 
| tion which may, from time to time, be due to the Central 
|and Union Pacific railroad companies shall be retained by 
the United States, one-half thereof to be applied to the 
| liquidation of the interest paid and to be paid by the govern- 
| ment upon the bonds issued by it to those two —— re- 
| spectively, and the other half thereof to be turned into the 
| sinking fund established by the act for the redemption of the 
| principal of the bonds when due. The act further provides 
| that the Central Pacific Company shall pay into the sinking 


corporators it was resolved to have a survey made of the | fund on the Ist day of February of each year, in addition to 


——— line as soon as subscriptions enough can be secured the one-half of the compensation for services above described, 
pa 


for it. The proposed route is from Little Falls, on | the sum of $1,200,000, or so much thereof as shall be neces- 


the Western Railroad of Minnesota, through Sauk Centre, 
Glenwood and Morris, to the Dakota line, about 120 miles. 


Long Island.—The Receiver has withdrawn all trains 
from the branch of the leased Southern road running from 
Valley Stream to Hempstead, and from the section of the 
Flushing, North Shore & Central between Flushing and 
Hinsdale. These branches are abandoned because the 
traffic on them was too light to pay for running trains, and 
all important points on them are -reached by other 
branches. 


Massachusetts Railroad Legislation.—The Boston 
Advertiser says of the Legislature just adjourned: ‘‘ Much 
has been done to place Boston in closer communication with 
the Western freight centres, and to develop our terminal ac- 
commodations. The bill to aid the Massachusetts Central 
will result in a new through line via the tunnel; the Hoosac 
Tunnel Dock & Elevator Company will utilize far beyond its 
present capacity the deep-water facilities on the north side 
of the harbor, A resolve was enacted for the better connec- 
tion of the railroad system with the South Boston flats, 
though the Boston & Northwestern Railroad must go be- 
fore at least one more legislature before it will be a body 
corporate with a living soul. The House thought it would 
be a fine plan for all the roads terminatiug in Boston to con’ 
nect with the South Boston flats, but as nobody asked for it 
the Senate carefully killed the bill. It may be revived if 
the roads want it. ‘It is unnecessary more than to name the 
New York & New England line to recall the commotion 
over the stock sale by the state and the repeal of the 
law. The Boston & Lowell has been authorized to con 
solidate with the Salem & Lowell and the Lowell 
& Lawrence. Favors have been given other roads, 
but they are of minor importance. Among the favors 
that were not given was the privilege of carrying the mem- 
bers of the legislature free of charge. The House rolled the 
sweet morsel of free rides under its tongue for aday or two, 
but finally ejected it before its system had become seriously 
contaminated by the delicious poison. It was decided to be 
unwise to make a uniform charge of two centsa mile for 
passenger fares, but the public will gain something from the 
effort to stop the horrible noise of vacuum brakes and steam 
escaping from valves which may be safety to the locomo- 
tives, but are an extreme danger to drivers of nervous 
horses. Safety of railroad travel was sought in a law about 
color-blindness, which will come before the next Legislature 
after investigations yet to be made, and convenience by a 
law for posting conspicuously the name of each station. 
Among the things which our fathers (conscript by admiring 
constituents) decided their children did not want was an 
elevated street railroad in Boston (praise be to their judg- 
ment !), and they also failed to see why some of their chil 
dren should carry othersto and fro between Noddle Island 
and Tri-Mountain without being paid for it. They thought 
it would be for Boston’s advantage to give the policemen 
yower to make the horse-cars move on; they tuld the sub- 

rranean cable company that it might experiment with 
laying telegraph lines under ground, * * * They re- 
—_s bill for composition in insolvency cases, and re- 

used to give corporations power to transfer stocks and 
bonds on their books without liability to the trustee unless 
he served notice in writing. 


Milwaukee & Northern.—lIn the suit brought by Jesse 
Hoyt, Trustee, against this company the United States Cir- 
cuit Court at Milwaukee, April 28, made an order directing 
the appointment of a receiver, and James C. Spencer was 
subsequently named for that position. The road extends 
from Siwénlees to Menasha, 102 miles, with a branch from 
Hilbert to Green Bay, 27 miles; it is worked by the Wiscon- 
sin Central under lease. 


Mobile & Ohio.—The Committee of Reorganization will 
pay at their office in New York, June 2, to all holders of 
provisional certificates for the new first-mortgage bonds, 
an interest-dividend of 3 per cent. on the amount of the 
new first-mortgage bonds to be issued under the plan of re- 
organization, 


Montgomery & Eufaula.—This road goes to the Cen- 
tral, of Georgia, as noted elsewhere, and not to the Louis- 
ville & Nashville. President Wadley, of the Central, was 
apparently not willing to have the Louisville Company 
come down so far into his territory or so temptingly near 
a connection with competing lines at Albany. The 
Central pays a pretty heavy price for the road— 
over $26, per mile—and the Louisville & Nashville, it is 
said, will realize over $600,000 profit on its investments 
made to secure the road. It is stated that the chanye is made 
by agreement between the companies, the Central agreeing 
not to discriminate against Montgomery in its management 
of the road. 


Naugatuck.—This company is fitting up all its passenger 
equipment with the Westinghouse automatic brake, and put- | 
ting the Miller platform and coupler on all the cars, 


New York & Brighton Beach.—The commissioners 
appointed by the Supreme Court have allowed the line of 
this road, which runs from near to Brighton Beach Hotel on | 
Coney Island to Locust Grove on Gravesend Bay, there con- | 
necting by boats with New York, Jersey City and Newark, 
and by the Brooklyn, Bath & Coney Island road with Brook- 
lyn at Greenwood. The line is expected to be ready for the 
contractors next week ; it is to be double track, laid with 


sary to make the 5 per cent. of the net earnings of the road, 
payable to the United States under the act of 1862, and the 
sum earned by it as compensation for services rendered the 
government, equal in the aggregate to 25 per cent. of the 
net earnings of the company for the year ending on the 
31st day of December next preceding, The same provision 
applies to the Union Pacific, except that the amount to Le 
paid by that company in addition to the retained compensa- 
tion is fixed at $850,000. The difference in the amount to 
be paid by the two companies is explained by the fact that 
the Union Pacific road does more business for the United 
States than the Central Pacific, and, in consequence, the re- 
tained compensation makes up the difference in the aggre- 
gate amount carried to the sinking fund on account of that 
company. 

‘ Both of these companies resisted this act upon the ground 
that it was unconstitutional and in violation of vested rights, 
and each company, acting independently, prepared to test 
the act in the courts. Thé Central Pacific Company brought 
suit in the United States Circuit Court of California to test 
the constitutionality of the act, and the Union Pacific Com- 
pany brought suit in the Court of Claims against the Govern- 
ment for $10,000 due that company on account of services 
rendered the United States and withheld in accordance with 
the Thurman act. These two cases covered every principle 
involved in the act, and both of them were decided against 
the companies. An appeal was taken by both companies to 
the United States Supreme Court, and to-day that tribunal 
affirmed the decisions of the lower courts in both cases, and 
broadly decided that the Thurman act is constitutional. The 
result of this decision will be to compel the two companies 
named to pay annually inco the Unived States Treasury an 
aggregate of about $4,000,000, which sum will be applied te 
the liquidation of the bonds issued to them by the govern- 
ment, principal and interest, as provided in the sinking fnnd 
act. 

** Associate-Justices Field, Bradley and Strong dissented 
from the opinion of the court, which was pronounced by the 
Chief-Justice. The grounds of the dissent were as follows: 

** First—Because the act of Congress of May 7, 1878, which 
the decision sustains, changes the contract between the 
United States and the railroad companies, and the contract 
between those companies and the holders of the first-mort- 
gage bonds. 

** Second—Because the decision in effeet declares that the 
United States are not bound to keep their contracts, and 
whether they shall do soin any case is a question of policy 
and not of duty, a doctrine which will, in Mr. Justice Biela’s 
opinion, subject the government to just reproach and bring 
only evil upon the country. 

Third—Because the act of Congress which the decision 
sustains interferes with the right and power of the state of 
California to control its own corporation. The Central 
Pacific Railroad Company is a corporation of the state, 
created under its laws in 1861—before the railroad acts of 
Congress were passed—and derives its power from the state, its 
relation to the United States being simply that of a contract- 
or ; yet by reason of the fact that it has received, pursuant 
to contract, bonds of the United States, payable 30 years 
from this date, the act of Congress requires it to deposit 
each year in the Treasury of the United States over a million 
of dollars as security for the payment, not only of these 
bonds when they become due, but also for the payment of 
bonds issued by the company to other parties, many of 
which are now held in Europe—a security which those bond- 
holders never required and do not now ask; and provides 
that if the officers of this state corporation shall pay or de- 
clare any dividend until they shall have first made this 
deposit, they shall be punished by fine and imprisonment ; 
and this is passed in the face of a state law which for years 
before required, and still requires, the creation of a fund 
in another way for those bondholders, and which law has, 
since the completion of the road, been always obeyed. The 
act in question being declared valid, Mr. Justice Field can- 
not see that there is any limit to the power of Congress over 
the state, or that there can be any legislation by a state with 
which, under some pretence, Congress may not interfere.” 


Pennsylvania.—The new line at Valley Creek, east of 
Downingtown, Pa., the contracts for which were recently let, 
is about 5!; miles long, and will require some expensive 
work, including some deep rock-cutting and some heavy 
masonry. The old line there is very crooked, and the new 
one crosses it no less than 12 times. The improvement has 
been under consideration for some time, as the many sharp 
curves of the present line have beeu really a serious hindrance 
to the very heavy traffic over this part of the road. The 
stone taken out will probably be used for ballust on the New 
York Division. 

Peoria & Mississippi.—An effort is being made to 
revive the projected road from Peoria, Ill., westward to the 
Mississippi, opposite Fort Madison. Part of it was graded 


| many years ago, and it is proposed to use the old road-bed 


for a narrow-gauge road. Some subscriptions have been 
secured along the line. 

Pittsburgh Southern.—The purchasers of this road at 
the recent sale have organized a new company by the same 
name. The capital stock was fixed at $800,000, and it was 
resolved to allow the old stockholders to come in to the 
amount actually paid up by them. 


Quincy, Missouri & Pacific.—It is reperted that 
negotiations are in progress for the transfer of this road to 





steel rails and elevated over the roads which it crosses—the 


New York & Sea Beach and the Prospect Park & Coney | 


and, Theroad will be about 2'4 miles long, and of stand- 
ard gauge. It will furnish a ready and pleasant way of 


reaching Brighton Beach. The road has been located by 





Mr. George E. Harding as Chief Engineer. It is intended 
to have the road running within 60 days. 


Omaha, Niobrara & Black Hills.—This company has 


the Wabash Company. The plan is said to include arrange- 

ments for the extension of the road westward to the Missouri 

| River. It is now completed from West Quincy, Mo., west- 

| eet to Novinger, 76 miles, and graded some 25 miles 
urther. 


Reading & Lehigh.—The United States Circuit Court 
has granted a decree of foreclosure and sale against this 
road under the mortgage for $1,500,000 made by the Berks 
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County Company in 1872. The road (originally the Berks 
County) extends from Reading, Pa., to Slatington, 43 miles, 
and was built as an extension of the Wilmington & North- 
ern road, but became bankrupt soon after its completion. It 
was sold subject to the mortgage and bought in by the float- 
ing-debt creditors, who organized the ding & Lehigh 
Company and leased the road to the Philadelphia & Read- 
ing Company. The Wilmington & Northern Company is 
considering the question of buying it and recovering control 
of its connection with the Lehigh Valley road. 


St. Louis & Southeastern.—It is stated from Louis- 
ville that the Louisville & Nashville Company has coucluded 
an agreement with the rvupresentatives of the Evansville, 
Henderson & Nashville bondholders, by which it will secure 
the absolute control of their line, which now forms the Ken- 
tucky Division of the St. Louis & Southeastern. This line is 
98 miles long, from Henderson, Ky., to the Tennessee Line 
at Guthrie, and its possession will give the Louisville & 
Nashville control of all the Southeastern line south cf the 
Ohio River. The Louisville & Nashville had already made 
necessary arrangements with the consolidated bondholders 
of the Southeastern. 


St. Paul & Pacific.—A spur or branch has been com- 
pleted from a point near the terminal station of the St. Vin- 
cent Extension on the Canadian border (now called North- 
cote) to Red River at St. Vincent. It is about 1'¢ miles 
‘ong, and is built for the purpose of giving a connection with 
the steamboats on the Red River. ats will be run on the 
river between St. Vincent and Winnipeg in connection with 
the road, both for freight and passenger business. 





| 


Sheboygan & Fond du Lac.—This compan sroposes | 
to bondholders an adjustment by which the bonc od debt is 
to be reduced to $800,000 by the exchange of part of the 
bonds and the funding of all past due coupons, together with 
the three next to become due, and every other one for four | 
years thereafter. The improved credit so obtained is to be | 
ised to extend the road to a connection with the Wisconsin | 
Central, about 18 miles of new road. This, it is thought, | 
will increase its earning capac’ty enough to enable is to pay | 
interest on its bonds, 





Sonora.—The Boston Advertiser of May % says: * The | 
Railroad Commissioners yesterday decided to allow certain | 
Massachusetts men to obtain a charter here, under the new 
law, under the name of the Sonora Railway Company, to | 
construct a railway from Guaymas, a port upon the west | 
coast of Mexico, ina northerly direction to the boundary | 


line between the United States and Mexico, where, at some | 


future time, it is expected that it will be met by the Atchi- | 


son, Topeka & Santa Fe Railroad, or some one of its pro- 

posed connections. This is a * limited’ company, and is com- 
osed of men interested in the Atchison, Topeka & Santa Fe 
Railroad.” 


Southern Pacific.—Want of water is one of the trou- 
bles of this road on its Arizona division A San 


to the front. 
Bend. All that used by outsiders there has to be hauled on 
wagons from the Gila River, four miles distant. An addi- 
tional line of pipes has been laid from water-works to the 
tank at Yuma. The pumping engine is kept at work till a 
late hour at night. The new water-works at Texas Hill are 
wrogressing well, and will soon afford some relief to those 


1ere, the tanks are all set up aud the pipe is nearly laid. The | 


water is to be pumped up into a reservoir ona buff near the 
river, from which it will flow through five miles of pipe 
into the tanks at Texas Hill. An artesian well is being bored 
for the Southern Pacific, out on the California desert, by a 
company of Chicago men, who have the finest outfit of 
boring tools ever brought to this coast. Their derrick is 80 
feet high. They are making good progress.” 


South Mountain.—It is stated that the contractors for 
this road have lately paid off the arrears due by them for 
labor, and that work will soon be resumed on the line be- 
tween Bernville, Pa., and Reading. 


Standard Oil Co.—The Grand Jury of Clarion County, 
Pa., has found indictments against the members of this com- 
pany for conspiracy. 
mations made that the parties had conspired together to cheat 
and defraud certain citizens of the state and to injure and 
depreciate their property for the benefit of the combination ; 
also to injure citizens of the commonwealth by procuring 
discrimination to be made in transportation rates and pre- 
venting free shipments of their property. 


Syracuse, Phoenix & Oswego.—lIt is reported that this 
road, which was partly graded from Syracuse, N. Y., to 
Oswego several years ago, is to be completed by the New 
York Central. It is said that that company wishes to have 
an Oswego connection, anticipating a diversion of lake grain 
poy Some Buffalo when the Welland Canal improvements 
are Nnisnec 


Texas & Pacific—The Texas Legislature has passed the | 


following law, intended to settle the differences between this 
capes and the state: 

_ “Be it enacted, etc., that any railroad company in whose 
favor a reservation from the public domain of the state may 
heretofore have been created by any law of the state, gen- 
eral or special, may surrender its exclusive right to further 
locate lands within said reservation; and when any such 
railroad company shall file in the office of the Secretary of 
State within 90 days from the passage of this act, an instru- 
ment in writing, to be approved as to form by the 
Attorney General, relinquishing or surrendering its 
claim to any such reservations as aforesaid, said 
relinquishment or surrender shall, upon the payment 
of all the costs of suit, if any has been instituted, be 
accepted by the state, instead of a judicial forfeiture of 
such company’s claim to such reservation. Such relinquish- 
ment or surrender shall be deemed and held a satisfaction 
and settlement of such suit; and it is hereby specially pro- 
vided that the lands that may be relinquished under the 
provirions of this act shall be subject to location only 


officers of the road have been in St. Louis trying to place| ‘‘ The branch to Ashland was opened in June last. * * * 

~peaigerrtrenees te co | saorenand during tee penn your, ant only iaied teteee 
Wabash.—The latest rumor about this com is fe wont Pew me kg Mn 

it will unite with the Baltimore & Ohio in buildin a line ee fe ef facilities in this city” (Philadelphia) for its 
rom nee, the crossing of the two roads, to rit, | ‘ 


- Werk | The report of Superintendent and neer Robert H. 
about 60 miles. This line, it is said, will give both roads a | 
Senestiion sik Gameals ear an gi Sayre notes the use of 12,833 steel malta, 3 000 iron rails and 


furnish a line to Chicago | 90] 308 ties in renewals. The track is now in good order. 
for the Grand Trunk. * | Several wooden bridges were replaced with iron, water sta- 
Western North Carolina.—All trouble from  land-| tions rebuilt and new buildings put up. 
slides is now over and trains run regularly tothe Eastern| The freight traffic of the road was as follows: 








end of the Swannanoa Tunnel, 122 miles from Salisbury, . 
N.C. The distance from this point to Asheville is only is | Tonnage _ mileage, rt 4 oe. OFS. NE 
miles. | general freight ...112,557,966 88,142,186 I. 24,415,780 27.7 
| Tons anthracite coul 

Western, of North Carolina.—This company has ac-| carried ees. 8,446,616 4,362,124 D, 915,508 21.0 
cepted the act passed lately by the North Carolina Legisla-| (oa) tonnage mileage: 
ture, and is now known as the Cape Fear & Yadkin Valley | Above Mauch Chunk 96,607,302 114,472,391 D.17,805,089 15.6 
Railroad Company. The change is wise, as the road has | Below Mauch Chunk 166,144,330 231,476,729 D.65,232,309 28.2 
been frequently confourded with the Western North Caro- — -. — —- 
lina, on account of the almost identical names. Locally this | Total, . ..., 262,751,632 345,949,120 D.83,197,488 24.1 


road is generally called the Coalfields road, to distinguish it. 

The road is now completed and opened for business to 
Gulf, N. C., four miles northwest from the old terminus at 
Egypt, and 47 miles from the Cape Fear terminus at Fay- 
etteville, 


The rate per ton per mile on coal was 0.08 cent. greater 
than in 1877, On miscellaneous freight the average rate 
per ton showed a decrease of 21.62 per cent. 

The earnings for the year were as follows: 




















From transpor- P. c. of 
Western Union.—In the United States Circuit Court, in saenen SP 9s bur son 3s Ry a ay gene 11 oy 
Chicago, May 2, the Farmers’ Loan & Trust Company, 11309,248.27 702,794.00 606,454.27 53.69 
Trustee, filed a bill to foreclose the first mortage for $8,500,- | Pass., express 
000 on this road, on ponent of he, default in eres made| and mails.... 415,684.56 266,428.46 149,256.10 64,04 
in February last. The Western Union, as is well known, is eee | ee. Sn ie 
controlled by the Chicago, Milwaukee & St. Paul Company, Rg Ty m ery ties try or On.07s 881.28 bree 
which owns a majority of tha stock. its lines extend trom ssi tr 000 See ee ees pe eremerctry yh.) 2 
Racine, Wis., to Rock Island Junction, [l., 192 miles, with Decrease .. $955,208.51 705,895.43 249,403.08 4.34 
branches from Elkhorn, Wis., to Eagle, 16.5 miles, and from eee — 14.72 — 22°32 "7.50 8.90 


Watertown to Coal Mines, 4.25 miles, making 212.75 miles 
in all, The chief holder of the bonds is the bankrupt City of 


Glasgow Bank. 


| Per cent 


The decrease was almost entirely in coal, general freight 
showing a small increase, and passenger earnings a decrease 
much smaller in proportion, ‘The loss in gross earnings on 

Wilmington & Northern.—At the annual maoting, | coal was $923,920.28, or 19.5 per cent. ; on passenger traffic, 
held May 5, the subject of buying the Reading & Lehigh | $37.655.62, or 8.3 per cent., while freight increased $5,- 
road at the foreclosure sale was discussed, and a committee | 277.58, or 0.4 per cent. 
was appointed to consider the matter and report in 60 days.| Mr. Sayre’s report says: ‘Surveys and estimates have 

| been made between Penn Haven and Black Creek Junction, 

with a view of avoiding four out of the five bridges on that 

ANNUAL REPORTS. | part of the line, and of reducing the gradients and curves 

i to the minimum the ground will permit. The line now 

Lehigh Valley. | worked has curves of 14 degrees, and grades of 95 feet per 

This company owns a main line from Easton, Pa., north- | mile, and in many cases the heavy grades occur in’ sharp 





Francisco | 
paper says: ‘‘ Eight huge water-tanks are daily hauled out | 
No water is now sold by the company at Gila | 


west to Wilkesbarre, 101 miles, with branches from Penn | curves. 
| Haven to Audenreid, 18.5 miles ; Black Creek Junction to 
| Mt. Carmel, 80.5 miles, and a network of shorter coal 
| branches; the Easton & Amboy, from Easton to tide-water 
|at Perth Amboy, N. J., 60 miles. It leases 9.6 miles of 
the Pennsylvania & New York (in which road it owns a con- 
troling interest), from Wilkesbarre to Lackawanna Junc- 
tion. It also has a large amount invested in coal lands and 
mining works. The statement of track owned at the close of 
the last two fiscal years is as follows: 






1878. 1877. 
| Main line and branches, main track........... 293.25 291.26 
| Second track used as such.... . .. . 151,63 155.19 
| Second track used as sidings..... - 18.42 13.76 
| OUR Fs cebevaxetion ¢ antapadeceecacssanssy 176,38 174.557 
| Total track........ seubenge beens ahekdneese 639,88 634.78 


Changes during the year were the building of the Lost 
Creek Branch to Ashland, about five miles; the taking up of 
the track above Penn Haven planes, and extension of sidings. 
There are 6.15 miles ready graded for second track. There 
are 314.86 miles laid with steel, of which 84,27 miles were 
put down last year. 

The equipment consists of 235 engines; 71 passenger and 
86 baggage and express cars; 1,050 box, 12 stock, 534 plat- 
form, 44 line, 309 gondola, 100 tunnel coal, 24,461 coal and 
66 caboose cars; 1 pay, 26 wreck and tool and 166 gravel 
cars. Changes for the year were 1 engine: 150 box, 66 coal 
and 2 caboose cars built, and 1 passenger car put out of ser- 
vice, 

The 24th annual report covers the year ending Nov. 30, 
1878. The report of the President, Hon, Asa Packer, says: 


of 
ree 





this company. Early in theseason the shippers of anthracite 
| coal over our railroad united with all the other coal-carrying 





|intended to regulate the production and apportion the | 
| tonnage among the several lines. 
a party to this association, yet the effect was the same, as 

| the several coal companies in which we are interested acted | 
| with the others. The result is shown, not only in the greatly | 
| also in the ry oo ed 
| coal carried to Perth Amboy. 

to us being fixed, any increase of one portion of our trade 
neccessitated a reduction of another. 1¢ iron furnaces and 
other markets along the line of our road required during last 
year 115,027 tons more than the year before, This passed 


age decrease of through | 


| over but about one-third of our road below Mauch Chunk, | 
| and could only be supplied by takin 
would otherwise have gone to tide-wate 
an average of three times the distance. 
upon our revenue was, therefore, much ter than would 
appear from the mere difference of totals. Our operators 
have so far declined to enter upon a similar arrangement for | 
the present year. 

‘* The total coal tonnage for the past fiscal year was : An 
thracite, 8,446,616 ; bituminous, 32,977 ; making 3,479,- 
593 tons, being a decrease of 911,693 tons from the ship- 
ments of the previous year.” 

The income from all sources was as follows : 


r, and paid toll over 
The in jurious effect 


1878. 1877. Decrease. P. c. 
Gross receipts... $6,186,021.61 $7,100,218.94 $914,197.33 12.8 


Operating @Xx- “ 4 
penses of road. 705,895.43 


2,456,926.63  3,162,822.06 22.3 


Net income. . $3,729,004.98 $3,937,396.88 $208,301.90 5.3 
EN, | ons naask ap apesehhe aren $3,729,094 .98 
Interest on bonds and premiums 4 








under the provisions of the act reserving from) pivi lends, 4 per cent..........- NK 

location lands forfeited to the state, approved Aug. General expenses, floating debt, loss 

17, 1876; provided that nothing herein contained) on Morris Canal and all coal opera- 

shall be so construed as to prevent any railroad com- tions........... teins J sapiint . 1,035,638.17 eee 
pany w —_ ef make any such surrender or relinquish- re — $3,653,365.61 
ment as hereinbefore provided for from thereafter proceed- : a am ont 
ing with the consivaction of its road in oar maa vith ne NE «00 20s vaverevenerreses:-eszeeberpe sewed 976,720.37 


requirements of its charter and all the laws of this state 
regulating such railroads, and acc uiring from the state so 
much land per mile of constructed road, asall other railroad 
companies can or may acquire for constructing railroads 
under the general laws then in force, not to exceed sixteen 
sections per mile, and any action taken by any railroad 
company under the provisions of this act shall be considered 


and held to be a complete acceptance of all the provisions of | 


the constitution applicable to railroads, and of the laws of 
the state regulating railroads.” 


Tyler Tap.—This company is trying to secure subscrip- 


tions for an extension of its road from the present terminus | 


at Ferguson, Tex., on the Texas & Pacific, northeast to 
Texarkana. Something has been done along the line, and 


The capital account at the close of the year was as follows: | 


Preferred and common stock, including scrip not 
UIE vn Gewaiacess4eai0n0e04 end pad connie $27,228,855 .00 | 





Six per cent, bonds of 1898........... .$5,000,000 
Seven per cent. bonds of 1910.......... 6,000,000 
Consolidated mortgage bonds....-......13,508,000 
- ~—— 24,508,000.00 
Floating debt less cash inhand...............-...+ 686,833.25 
POMS... bitin a cctbithadeves itthuemierees $52,423,688 .25 
NG ae tN yo. ! eathdedeniekeencecccs . §2,165,668.8) 


Capital account was increased by $207,000 consolidated 
| bonds, and by $51,019.45 floating debt. 
The report says: ‘The increase in our capital account 
| consists chiefly of additional investments in our connecting 
|lines, * * * # 


Although not in any way | 


he whole amount assigned | 


By the proposed re-lceation we obtain these three 
| combinations of grades and curvature, viz. : 55 feet grade 
and 9 degree curve, 65 fe t grade and 7 degrce curve, and 82 
| feet grade and 4 degree curve, which are about equivalent 
in resistance, This improvement, if adopted, will enable 
each locomotive to hav! 26 per cent, more cars than upon 
| the present line, or to increase our average trains from 70 
| cars to 80. It can be done without interruption to traffic, 
| and in view of the large tonnage over the line, I do not hesi- 
tate to recommend it upon the score of economy The esti- 
mated cost of the work is $85,000,” 








Lake Shore & Michigan Southern, 





Fer the year 1878 the mileage of this company’s lines was 
| the same as for the two previous years, as follows: 
| : Miles, 
| Main line, Buffalo to Chicago..................... 40.37 
EY QU s ns 006.c0beneess chee pévpcedacdecvenakst $24.23 
Branches owned, but nominally under separate organi- 
zations........ bvsdd Wo odd bnedesd ides scehsasaebdedeeh 16).11 
Total owned.,............ 1,024.71 
SEER. 5 x04s60.05)+.sevemsnsaseeatianmeentie 192.09 
III 550 basnddivnedauepaens enn seneeas 1,176.80 


There are 235.65 miles second track and 465.89 miles sid- 
ings. Of the 540,37 miles of main line, 235.65 are double 
track, making the main line equal to 776,02 miles of single 
track; and two branches—203.66 miles—are so situated that 

| they, with the main line, form a double line of road between 
Cleveland, Ohio, and Elkhart, Indiana (101 miles east of 


| steel rails. There are also a few miles of steel rails in two 
| branches, making in all 1,002 miles track laid with steel 


Indictments were found upon infor- | ‘“The past year has been an exceptional one in the history of | Chicago), making together 979.68 miles of track, all laid with 


companies and individual operators in an arrangement | rails. 


The equipment—substantially the same as last year—con 
sists of 495 locomotives; 143 first-class passenger, 9 second- 
class and smoking, 26 emigrant, 17 postal, 63 baggage and 
6 express cars; 5,178 box, 1,330 stock, 292 oil, 1,686 plat- 
form, 1,397 coul and 243 caboose cars; 2 pay, 9 derrick and 


| reduced total tonnage of anthracite coal carried by us, but | 148 dump cars. 


The general account is as follows: 


Stock, guaranteed 10 per cent.... 


$533,500 .00 
Stock, common 


|) 49,468,500 00 





Total stock ($48,794 per mile). $50,000,000 .00 
Lake Shore & Michigan Southern 
NGL: 5 ins de padsdseticordedebedd $35,500,000 
‘ ia}, | Detroit, Monroe & Toledo........... , 924,000 
it from that which White Pigeon & Kalamazoo........ 


600,000 
ae - 37,024,000. 00 
415,149.76 
1,510,670.00 
3)245, 132.37 


| December liabilities paid in 
Dividend paid Feb, 1, 1879 
Income or pr. fit and loss account 


ee bees 
Construction ($67,206 per mile)... 
Equipment ($12,218 per mile)........ 
Jamestown & Franklin stock, bonds 
ON GAVARCES. 5.200 esccccceess 
| Lake Shore & Michigan Southern 
stock 
Detroit, Monroe & Toledo stock...... 
Stock yards and freight line stocks. . 
Railroad stocks and bonds... 





ceeeeerce cere + Qe, 106,062 . 1 
. . B68, 866,354.50 
14,378,700.04 


1,866,081.56 


265,400.00 
415,600,00 
896,605.32 
1,441,498,02 





Other e 419,227.51 
Bills receivable................ 514,969.91 
Ec cgasasoecsd ddsisessesdesdecesce: SORES 
Uncollected earnings (collected since 
(ae hah he’ Mahe ce we $16,627.19 
General office property, ete 227, 513,22 





Supplies, rails, fuel, etc.. 


- ~ 92,104, 952,15 
The bonded debt was decreased $250,000 by the sinking 
fund; it is now $36,131 per mile owned, Of the outstand 
ing Lake Shore bonds $23,000,000 are first and $12,500,000 
second-mortgage bonds. 


President Vanderbilt’s report says: ‘ Construction is 
charged with but two items in 1878: 
Cost of three blocks land, 22d-25th streets, Chicago $80,000 
Contract price new iron bridge across Maumee River at 
Toledo... Se v0caseeas ta oven eVbewse 80,000 
Dette ns sis 's ict Uaclsew cheek Pri 5 Se ces conde $160,000 


“ Several other items, perhaps fairly chargeable, either 
wholly or in part, to construction—new buildings, three miles 
side-tracks, bridge across Buffalo Creek, small real estate 
purchases, etc.—were charged to operating expenses 

“Equipment stands unchanged—495 locomotives 
cars—at $14,378,709.04.” 

After referring to the purchase of Coicago lands and th 


105465 
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cuhocrigii to Pittsburgh & Lake Erie stock, repeating the a eo, at $2,700,000, being a reduction of $18,761 from 


circular issued when the February dividend was declared, 
the report continues 

“ The financial results of the nine years since consolida- | 
tion are shown a 3 the ars condensed table: 



































euiniion expenses. 
Year, Miles. FB a 
rnings. pacar Per | 
eS - cent. | 
S090. 550552.2%8 1,013 $13,500,238 | $8,368,821 @1. 95 | 
1871 1,074 14, 440 9,779, 65,64 
1872 1,14 | 17,699,935 11,839.52 66. 90 
1873. 1,175 19,414,509 3,746,5 7090 | 
Re os 0650 “ates 1,175 | 17,146,181 11,152,371 65,04 
TE 1,175 | 14,454,199 | 10,531,501 72.06 | 
eee 1,177: 18,949,1 | 9,574,836 68,64 
BENGE cb beccse neke 1177 13,505,150 | 8,963,966 66.37 
MDs odinasedas 1,177 | 1, 979, 766 | 8 486,601 60.70 | 
{ Interest, | 
| Net Leases and Dividends. ' 
YEAR Earnings a, —_— a | 
uaran er | 
Stock. Amount.  |cent, | 
OD... series | $5,140,415 | $1,828,807 | $2,752,300 | 8, | 
Ty ER ee | 5,118, 643 2,121,164 2. "874, 355 | 8° | 
RBA es 5,860,409 2,201 42 3, 466. 096 | 8 | 
So Pre 5,667,011 2,654.5 1, ‘978, 040 | 4 | 
1 apg SY | 6,993,760 3,008,193 | 1,607,661 | 314 | 
eae ote y 2,810,% 989,330 | 2 | 
RR 4,374,341 2,759,089 1,607,661 | 34! 
1877 site| 4541193 | 2,775,657 | "980,330 | 2 | 
SW et psec ae | 5,493,165 2;718,792 | 1,978,660 | 4 
| 
“The neers cunipuand tables show the fr sae e and pas- | 
senger business for the entire nine years, 1870-1878 | 
FREIGHT. 
{ | 
Receipt | Cost | Profit 
Tons 
YeRAR | Tons. yer ton | pertow! perton | 
one mile. ger mile, pm mile, pm mile. | 
} cent. cent, | cent. | 
1870 | 2,078,726 574,035,571 1.5 932 572 | 
1871 } 3,784,525 733,670,696 1.391 O13 478 | 
1872 4,445,002 (844, 1 | L374 920 | 454 | 
1873. 5,170,661 1, — 927,189 | 1.335 046 389 | 
1874 5,221, 267 909,342" 1,180 767 413 | 
1875 5, 022,400 O4e 3, 2: 36, 161 1,010 737 273 | 
1876 5,635,107 i] 133/834,828 817 561 256 
1877 5,513,308 1,080,005, 561 64 573 201 
1878 6,098,445 1,340, 467, 821 ‘734 474 260 | 
; PASSENGERS. 
| 
> \Ree’pt per Cost per Profit per | 
. Passengers | 
Year. Passengers JESS er passenger passenger 
° one mile. | Gor ual mile. oper mile a mile. 
—ae ctntinetnninmmenss ene) paeneane. © nplaainenie | 
cent, « ent. 
1870 2,065,440 160,500,114 Ry 618 4 | 
1871 2,046,248 142/684.243 65 | 
1872. 2212754  162)308.405 B60. | 
IN73.. 2845/1608 179,363,173 740. | 
1874. ., 3,006/263 173,224,572 B57 | 
L875 3.170, 254 950, 643 
1876 8,119,023 175,510,501 B52 } 
1877 2,742,205 138,116,618 .780 } 
1878: - 1.121 | 





2. "746,082 133, 702,021 


| 

‘The rate per ton per mile, in 1878—cent 0,'784—was 15 | 

per cent, less than the rate of 1877—cent 0.864, This | 

alone would bave resulted in a decrease in freight earnings 

on same tonnage, of $1,742,000; but the increase in ton- 

nage, 24 per cent. “2 saved this loss and produced an increase 
in earnings of $572,344, or 6 per cent. 

“The freight table above shows that the volume of busi- 
ness in 1878 was far in excess of any year since the forma- 
tion of the company. The rate at which it was done, how- 
ever, was but a little more than one-half the rate of 18738; 
was less than one-half the vate of 1870, and was about one- 
third the rate of 1860 

“ These facts are worth attent'on in view of the idea, still 
prevalent, that railroad char; are high and even exces- 
sive. When the movement in respect to rates began, 
in 1873, it was predicted i those familiar with the | 
general subject, that the operation of strictly business causes | 
would, in due time, adjust rates to a minimum below any- 
thing then claimed by the most ardent advocate of compul- 
sory ‘cheap transportation.’ The prediction has been veri- 
Sod, et the demands of the parties referred to are still un- 
abatec 

‘Let the present rates be considered in connection with 
the value of the services performed, and it seems strange 
that the idea spoken of should continue to be maintained. it 
is probably unquestionable that the future of the railroad 
system is to do a large volume of traflic at rates so low that 
only by the strictest attention to those economic conditions 
that modern progress has made possible can the obligations 
of the companies be met. Within certain limits this effect 
is, upon broad general pa les, a healthy one; but it is 
evident that it has alread sane approached, if not fully 
reac hed its extreme lowest po! 

‘In common with other —_ the earnings from passen- 
gers show a decrease of $145, 807, or 4'¢ per cent. the de- 
crease in the earnings of passenger trains, however, is but 
$84,000, as the earnings from mail and express show an in- 
crease of $61,807. As against this decrease, the passenger- 
train mileage’ was reduced by 67,310 miles, at a saving of 
$57,213.50, 

‘The most gratifying feature of the year under review is 
the large reduction of expenses, reaching substantially the 
amount anticipated in the last annual report—8! 500,000, The | 
figures are: 








1877. . . . $8,963,965 oa if pee, cent, of ear nings. 
WG ys 0 0000 arg BEAR SED 4,486,601 60,7 
Reduction. $477, 364 5.67 a 4 
‘This reluction was accomplished notwithstanding the 
great increase—24 per cent.—in tonnage, requiring an in- | 


crease in freight train mileage of 12 per cent. At the same 
time the property was nos only. fully maintained, but con- 
siderably improved. * 

‘The year 1879 o oasis with. the road praciically block- 
aded by an unprecedented fall of snow, covering New York 
and New England. While this resulted in a heavy decr ease | 
of earnings in January, the first quarter of the year shows a 
smell increase in gross ripen 18,000, a decrease in oper- 
ating 50,000 of $12,000 making an increase in net earn- 
ings of $380, 

‘The substantial settlement of the financial polic¥ of the | 
country, and the liquidation that has been going on during 
the past five years will, no doubt, during 1879, show their 
effects in a healthy development of the local industries along 


the line—-as they must, too, upon the business activity of the | | 


whole hne.” 
The fixed charges for 1879, less revenue from assests, are 


The services of the general officers and the freedom of the 
line from accident are referred to as usual. 
The report of Auditor C. P. Leland gives the following de- 


| tailed statement of earnings and expenses: 


1877. P.c. EARNINGS. P.c. 1878. 


| 


$9,476,607. 59) 70. 17 From freight 71. 88 $10, 048,09 vi 51. 78 








3,203, 199.66 | 23.72 passengers. ..... 21.87 3,057,392.73 
"250, 801.43; 1.86) ‘“* express.......... 1.88 26:2,618.30 
45% 3685.72 3.36 DME aig ose 3.61 503,765.29 

50,005.12) .37 Se bad Bieheecor 40 56,241.70 
70,769.40, .52 all other sources.. .36 50,796.62 
$153,505, 158.92 . = To tal. . BL 3,979, 7€ 766. 42 
\Increase $474, 607. 50" 
P. c. P. ¢. 
1877 of EXPENSES, of 1878 
earn.) earn. 

$214,743.41 1,59\General ‘office exps. 1.68) $227,601.82 

522,958.25 3.87\Conductors and train- 
PSPS F 3.97 555,602.70 
604,382.93 4.48 Engine-men and _fire- 
ES + che ddvad uxiie te 4.55 636,297.50 
1,619,359.17 12.00 Agt’s and station labor .|11.66) 1,629,709.05 | 


19,554.60 .14,Telegraph repairs and 





supplies......... aps 12 16,331.96 
29,079.48 .21/Gas-light account....... 20 26,336.47 
550,420.51 4.07 Repairs, e ae and) 
WONOUD: oc terccccvases | 3.81 i 31, 275. 06 
751,475.95 5.56) Repairs, cars.... .. | 4.83 675,369.52 
1,135,880.96 8,42 1 admey and 
ee. eas cesses} 741} 1,036,043,07 
708,281.57 5.24|\Steel rails...............| 2.00 279,603.76 
167,605.89 1,24 Repairs, bridges........ 1.26 176,018.66 
24,195.50 fences..... ...| 1d 19,351.23 
205,337.11 1.5 buildings. Ee 1,28 179, 988,16 
923,814.52 6. ad Fuel consumed.. ...| 6.91 967,197.56 
107,185.23 .79\Oil and tallow........... 67) 93,834.55 
13,207.67 10 Waste and rags......... .09 12,138.24 
170,724.73 1.26\Office, train and station | 
DUDDICK..... 0.009% 06 97 135,371.93 
18,572.18 .13\Damage and _  iloss— 
freightand baggage..| .22 31,437.06 
9,646.21 .07,\Damage to _ property) 
and cattle killed hoe ye .08 10,993.08 
26,495.00 .19\/Personal injuries, ex- 
ce pt Ashtabula acci 
dent ° 27 38,024.01 
ret 2 25 Law expe nse Bircce 39 55,268.97 
14, 76 ‘ 1|New York office. .10 13,08¢.64 
67, 44 .50/Rents payable.... 2 71,988, 11 
220,920.76 1.64:Outside agencies and 
advertising. inet 51 210,957.52 
9,318.69 .07\Contingencies...........|  .07 9,469.03 
$14,159.57 2.33 Hire of cars.. 2.72% 380,009, 24 





"$8,020,2 265.30 
466, 335.57 





$8,482,001.51 62.81 


Total 
480,074.14 5.56 Taxes 


7.37 
3.33 


$8,965,965.65 66.37/Total operating expen- 


ses and taxes . |60.70) $8,486,600,87 
Decrease ..$477 364.78 
$4,541,195.27 83.63 Net earnings......|30.30, $5,493,165.55 
Increase net earn 
ings. $951,972.28 
The income account, condensed, was as follows: 


| Gross earnings. 


“ . $13,979,766.42 
Interest and dividends on assets , 


197,661.90 


oo eae $14,177,428.32 
$8,486,600,87 
2,611,180.00 
251,923.61 


: eee 
“Operating expenses and taxes 
Interest on funded debt. 
Rentals of leased roads. . 


Dividends on guaranteed stoc ‘k, 10 

ED ince ach aie 53,350.00 
Dividends on ordinary stock, 4 per 

cent.. ; 1,978,660,00 


Ashtabula accident ...... 
Other claims on account of business 
of 1876 and 1877 “oe 


77,909.48 
37,544.60 


wee idee 13,497,168.56 


Surplus for 1878. $6580,2 259.76 


Amount to credit ine ome ‘ace count, Jan : F i878 : 2,564, 872. 61 
Balance to credit income account, Jan. 1, 

See ncecetl Seated odépces teekbmee tae $3,245, 12.37 

Track renewals reported by the Chief Engineer include 

10,194 tons steel rails, 306 tons re-rolled iron rails, 2,447 

tons repaired iron rails and 535,102 new ties. There were 

171.81 miles of track ballasted with stone and gravel, and 


61,37 miles of board fence were built during the year. 

Repairs of equipment include 12 engines and 212 cars re- 
built complete to replace old ones. Of the 495 engines in 
service 439 burn coal and 56 wood; 117 engines are fitted 
with the Westinghouse brake. The total cost of locomotive 
service per mile run was 18.66 cents, a reduction of 1.22 
cents, or 6.1 per cent., from the previous year. Average 
mileage per engine w as 23,453 miles, 

The work done for the year was as follows 








Train mileage: 1878, 1877. Inc. or Dec. P. ¢ 
Passenger..... 2,296,104 2,363,504 D, 67,310 2.8 
Freight 6,470,848 5,674,685 I 796,163 14.0 
Service........ 300,082 342,673 D. 42, a 12.4 
Switching...... 2,542,246 2,371,193 I. 171,05¢ 7.2 

Total. il, 609, 370 10,752,055. 1. 857,315 38.0 
Passengers car- 

ns cates. 2,746,032 2,742,205 I 3,737 0.1 
Passenger mile- 

age, through 30,305,880 32,464,800 D. 2,158,920 6.6 
Passenger mile 

age, local 103,396,141 105,651,818 D. 2,255,677 2.1 


Total. 133,702,021 138,116,618 D. 4,414,597 3.2 
| Tons freight 
carried . 
Tonnage 
age, 
bound 
| Tonnage 
age, west 
bound... 


6,098,445 5,513,398 I 585,047 
mile 
east 

005,021,834 747,274,720 I. 247,747,114 33.2 


mile 
345,445,002 


332,730,841 1. 12,715,151 


Total .....2:4 260,462,265 24.1 
Av. train load : 
Pypnenge rs, num 


$40,467,826 1,.080,005,561 I. 


58.14 58.4% D, 0.30 0 
207.16 190.32 1 16.84 &.8 
The tonnage mileage of company’s freight was 38,193,400, 
at an average cost of 0.474 cent per ton-mile. 
Average rates received were as follows: 


er, 
| Fre sight, tons. 









Per Eeatenge r per mile: 1878 187 Decrease. P. c. 
I 5-55 dos Sinrcsea-vha'e . 1.910 ts. A 920 ets. 0.010 ect. O05 
Ne Cu iihs cancels Tiveds 390 2.440 “ 0.050 * 2.0 
ee) ee 2.290 2.320 * 0,030 ** 1.3) 

mA ton pe r mile: 
Sitcn 6 ot8 asin 4 eedaiield 0.672 0.826 “ 0.154 “ 18.6 
West. MEDG + 5,0 0a ca'ene .- 0.913 “°° 0.047 “ 0.034 * 3.6 
NEI Sig's o's’ p00 cede vanced’ 0.734 0.864 ° 0.130" 15.0) 








| 1865 





The average receipt, etc., per train mile were as follows, in 


cents: 
—-Passenger . ~ — -——-Freight.---— 
‘1878. 1 1878. 1877. 

eee eae 165.34 155.21 166.99 
of 85.00 209. 73 101.50 110,83 
Siete oeaesioan "86.19 55.61 53.71 56.16 

Some statistics per ‘mile of road worked are as follows : 
1878. 1877. 1876. 
Revenue train mileage. . na 7,450 6.831 7,593 
Passenger mileage............ ll: 3615 » 117,366 149,142 
Tonnage mileage............ . 1,139,079 orig 963,490 
Gross earnings.......... $11.877 $11.4 $11,851 
Expenses........ vo'p 7,210 7622 8,135 
Net earnings........ item 4,667 3,862 3,716 
Fixed charges........... 2478 2,505 2,526 
DG Thies Adan enesunsesontinds 2 189 1,357 1,190 
This surplus does not include interest from assets, which 


would have made last year about #168 per mile additional. 

Mr. Leland continues his history of the road, giving this 
year tables of its officers and those of the companies which 
preceded it. 


Michigan Central. 





The report of this company for the calendar year 1878 
comes to hand too late for condensation or comment. Com- 
parisons with 1877 cannot be made, as the report for that 
year covered seven months only, owing toa hanae in the 
fiscal year. 

President Vanderbilt’s report is substantially as follows: 
“The present management took charge in the latter part 
of June, 1878, just at the close of the frst half of the fiscal 


| year, and the result of the operations shown separately for 
} each half is submitted as follows: 


Half year to 

é end June. 
Gross earnings..... ..$3, 195,061. 44 
Operating expenses .. 2,275,752.53 


Half year to 
end Dec. 
$3,677,032.59 
2 001, 496,28 


Total. 
$6,872,094.03 
4,367 ,238,81 
2,505,855,22 
149,664.90 
$2,624, 520. 12 
1,615,950.00 


ose aves se $l: 24, 333,66 $884, 236.46 $1, 008,570.12 

“Tt should be stated in connection with the foregoing that 
substitutions of steel rails foriron and renewals of ties were 
necessarily, in the ordinary course of such changes, greater 


585,! 546, 31 
104, 655.15 


Net earnings... 
From investments .. 


$9 19,308.91 
15,069.75 


$1,! 





Net revenue. 


“3 $1,690,201.46 
Interest and rentals 


805,965.00 


. $934,318.66 
809,985.00 


Balance 


in the first half of the year thanin the last half. he fol- 
lowing shows the actual amounts in each half: 
First half --Second half.—— 
Quantity. Value Quantity. Value. 
Tons steel 2,480 $107,880 4,520 $66,120 
Ties 249,935 85,026 84,441 24,570 
Total $192,915 $90.690 


Total renewals being 4,000 tons of steel and 334,376 ties, 
at a cost of $288,605. 

‘*On the other hand the bridge repairs during the last half 
were heavier than during the first, having included the re- 
placement in iron of three wooden structures. The other 
items would not differ much from the quantities fairly 
c har, weable to each half-year. 

‘From the balance shown for the whole year there was 
used : 
For construction 
For dividend, 
For dividend, 


2 per éent., 
2 per cent., 


1878. $374,764.08 
1879.. 374,764.08 


, : $134,162.92 
June 1, 
Feb, 1, 

749,528, 8.16 

$88: 5, 691.08 O08 
124,879, 70.08 


Making 
And leaving ‘a surplus of 


es cw bi cast aries bab or besbekk tthe tiaibecs $1, 008, 570. 12 

‘By reference to ) the income account accompanying this 
it will be seen that an old balance of $97,840.19 against the 
Chicago & Michigan Lake Shore Company—arising out of 
ordinary business connections and trangfers—has been 
charged off as worthless, that company having undergone 
a foreclosure and sale. The increase in the income balance 
is #161,201.77, being the amount of the above items 
of construction and surplus, less the item charged off, as 
stated. 

‘‘ As the surplus appearing above is just about equal to the 
balance herein shown for the first half of the year, it may be 
said that the last half in effect paid dividends amounting to 
1 per cent., besides $134,000 that was expended on construc- 
tion subject to the rail and tie adjustment which has been 
referred to. 

‘ With a freight movement about 
than in 1877 the operating expenses 
$140,000. This reduced the ratio of expenses to earnings 
about 3!¢ per cent.—and it must be remembered that this 
ratio would have been much more reduced but for the ex 
treme sly low rates received. 

“Tt has been the effort of the present management to bring 
expenses down to the lowest point consistent with eventual 
sound economy and, in view of the low rates that seem now 
to have permanently obtained, it is by this means largely 
if not chiefiy that returns on capital must be hoped to be 
reached. 

‘The progressive fall in rates during the past fourteen 


22 per cent. greater 
were diminished over 


| yearsis shown by the following yearly average (in cents 


and hundredths) of earnings per ton per mile on freight : 


opeceorspessvervec . 3.06 | 1872. cweees cechsOe 
RTE i SE EME ina vhcapansiees oars «1.56 
1S RR Fea are 2.40 | 1B74...... 2.00000) » 1,30 
1868 So anh sa bates 2.45 | 1875......... 1.16 
a SRA apa: oy ee ..1.03 
SA te: (ho eee 0.98 
Os Wel ei beer tae 1.61 | 1878 0.85 


‘ As low as the rates were in 1877 their maintenance dur- 
ing 1878 would have added nearly $750,000 to the net re 
sult, and even then the service would have been performed 
for less than five-ninths the rates received in 1873, less than 
one-half of those received in 1870 and less than one-third of 
those in 1866. 

**Much careful attention has been given to the alliances 
and connections of the company with a view to prevent un 
necessary rivalry and to fortify the position und promote 
the efficiency of the line in its public service, and no small 
improvement in that direction has been effected. 

* As the bonds of the company and those assumed by it be 
come due, a considerable reduction in the rate of interest can 
be made. Except on its consolidated mortgage bonds due in 
1902, which are at 7 per cent., all the bonds issued or as 
sumed bear 8 per cent., a cate much too high for a company 
of our standing. It will be seen by the accom vanying table 
of funded debt that a considerable amount of the 8 per cents 
W ill mature during the next five years. 

‘The sinking funds (the report of the trustees of which 
appears in its usual place) are substantially providing for 
the charges which will come upon them. 

‘The property of the company has been fully maintained 
and isin all respects in a first-class condition. Such con- 
dition and freedom from accidents and delays speak for the 
carefulness and efficiency of the General Manager and those 
having the line in charge.” 








